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THE ESCH APPOINTMENT 

The Senate committee on interstate commerce has 
disgraced itself by its majority decision to report ad- 
versely on confirmation of the reappointment of Commis- 
sioner Esch. The same will be true of the Senate if it 
adopts the majority report of the committee. It will 
have a chance, however, to adopt a minority report, to 
be offered by Senator Fess, and we hope it will do that, 
though apparently well informed persons, before the 
report of the committee was agreed on, was that there 
would be a favorable majority report from the committee, 
with the prospect of a fight that might not turn out so 
favorably on the floor of the Senate. We hope for the 
best, however, though, if sane senators on the committee 
were not able to convince their colleagues there, there 
is, perhaps, not much hope of their doing so on the floor, 
where there will be more of them to be convinced. It is 
not so much a question, as we see it, of a sufficient num- 
ber of senators being convinced of the ethically right 
course to pursue, but of how influential the senators 
opposing Commissioner Esch may be in lining up the 
votes of their fellows for this, that, or the other reason, 
or out of consideration for this, that, or the other pledge 
of reciprocity. 

If the appointment of Commissioner Esch shall 
finally fail of confirmation, it will be the fault, secondar- 
ily, of organizations interested in and men engaged in 
the transportation business all over the country who 
should have been aroused by this situation and inun- 
dated their senators with letters and telegrams and per- 


sonal appeals of every possible nature. It is not enough 
that organization should appear by means of represent- 
atives before the committee and urge their views. In the. 
first place, views thus expressed reach only the members 
of the committee. In the second place, senators who 
hear them are disposed not to take them too seriously 
or as representing, perhaps, the views of the individuals 
speaking but not necessarily the earnest convictions ot 
the members of the organizations represented by the 
speakers. And too often they are right in this respect. 
Senators, in order to be moved in a matter of this sort, 
must be convinced that their constituents have convic- 
tions. The way to convince them of this is to bombard 
them with demands that they do their duty and not 
allow themselves to play politics or gratify personal 
whims in a matter of such importance. 


This absence of concerted and effective action by 
transportation men and organizations exists in spite of 
the fact that, we believe, with the possible exception 
of a very few whose eyes are blinded by selfish and im- 
mediate interest in a specific case, practically all the men 
engaged in the business of transportation in this coun- 
try, to whom a capable and unhampered Commission is 
essential, are opposed to this condemnation of an effi- 
cient member of the Commission, who decided a case 
according to his honest convictions, and this adoption 
of a policy that will serve to intimidate members of the 
Commission and make good men unwilling to serve on 
it—which condemnation, insofar as it may be based on 
suspicion of undue influence, is a.condemnation also of 
Commissioner Aitchison (though it doés not yet dis- 
place him) and, insofar as it is based on disapproval of 
the Commission’s interpretation of the law, carries with 
it condemnation also of the entire majority of the Com- 
mission in the lake cargo coal decision. If, therefore, 
the Senate unseats Commisioner Esch, it will be not 
only because of political vindictiveness and senatorial 
disregard and ignorance of the requirements of the 
public welfare, but because men whose business is 
threatened with political instead of sane and sound 
business management did not bestir themselves to pre- 
vent it. It may be that the incident, if worst comes to 
worst, will serve to impress on them the danger that 
threatens, so that, in the future, such a thing as seems 
about to happen now will not be allowed to happen 
again. If so, we shall be glad—but we have our doubts. 

The Senate committee has not yet stated its reasons 
for refusing to confirm the appointment, but the stated 
reason must be that Commissioner Esch and other mem- 
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A Personal Service 





Group of Illinois Traction System _Traffic Representatives About to Embark on the “Capitol Limited,’ Popular 
Parlor Car train, for Inspection of Freight Terminals 


HEREVER your factory or storehouse, there’s a Traction 
Traffic representative near by to give your traffic problems 
personal attention and to tell you about the freight service of this 


electric railway. 


Traffic Department Representatives 


BIRMINGHAM, ALA., 226 Woodward Bldg.— 
L. POOLE, General Agent. 

BLOOMINGTON, ILL., 323 South Madison St.— 
H. JOHNSTON, General Agent. 

ey ILL., 622 North Neils— 

. Ww. NLEY, "General Agent. 

cHIcAco, a 231 South La Salle St.— 
D. PECK, General Agent. 

m2.,2, TEX., 1124 Kirby Bldg.— 
ED. R. HORTON, General Agent. 

DANVILLE, ILL., 32 South Vermilion St.— 
E. R. RAUCH, General Agent. 

DECATUR, ILL., L. C. BUNDY, Div. Frt. Agt., 
125 E. Wood St.—A. G. BROWN, Gen. Agent. 


H. A. TUOHY, 
Acting Freight Traffic Mgr., 
Springfield, Ill. 


Assistant Traffic Manager, 
Springfield, Il. Springfield, Ml. 


——, MICH., 703 Transpertation Bldg.— 
Cc. EACH, General Agent. 

m2.4.. CITY, MO., 930 Board of Trade Bldg.— 
L. W. GENT, General Agent. 

LOS ANGELES, CALIF., 1125 Central Bldg.— 
d.. & McCUTCHEN, General Agent. 

MEMPHIS, TENN., 33 Porter Bldg.— 
H. W. STIGLER, General Agent. 

MILWAUKEE, WIS., 601 Railway Exch. Bldg.— 
CHAS. LITZKY, General Agent. 


NEW YORK, N. Y., 501 Maritime Exchange— 
L. B. KELZ, General Agent. 


. ILL., 630 South Washington St.— 
W. M. Long, General Agent. 


E. E. KESTER, W. H. 


BLAIR, 
General Freight Agent, 


Illinois? fraction System 


he ge PA., 523 Park Bldg.— 
E. D . FORDE, General Agent. 


SAN FRANCISCO, CALIF., 142 Sansome St.— 
WM. F. SCHMIDT, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, Asst. General Freight Agent. 


a ey ILL., Ninth and Adams Sts.— 
McKEE, Division Freight Agent. 
E ra FOSTER, General Agent. 


TOLEDO, O., 215 Summit St.— 
H. B. Lumley, General Agent. 
=~ ¢ OKLA., 505 Daniel Bldg.— 


GENT, General Agent. 
J. A. GORMAN, 
Chief Tariff Bureau, 
Springfield, Il. 
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March 10, 19 28 


pers of the Commission have taken too much on them- 
selves in their interpretation of the law. There is no 
other reason that could be offered, except that Mr. 
Esch’s motives are suspected—and far be it from the 
gentle senators to do any such thing as that. In the 
frst place, there is no evidence to support such a charge 
and, in the second place, the senators would not be so 
rough. The effect of what the committee proposes is 
serious, not alone or chiefly because of the fact that Mr. 
Esch is unseated, though he is a capable commissioner 
whose services will be missed and who is likely to be 
replaced by someone much less competent, but because 
of the policy and precedent established, the tendency 
of which must be to intimidate the Commission and 
make service on it less desirable and less hon rable. 
That tendency is not confined to this particular case, by 
the way. Our Washington correspondent points out 
elsewhere some other evidences of it that are becoming 
altogether too common. It is time those concerned took 
stock of the situation and did something about it. 

Speaking of senatorial gentleness, it is either a pecu- 
liar inability to distinguish right from wrong or an 
exceedingly polite unwillingness to call the latter by its 
right name that leads certain senators, as in the case of 
Senator Glass’s letter of reply to Alba B. Johnson, to 
assert, in discussing the motives of commissioners Esch 
and Aitchison in changing their attitude in the lake 
cargo coal case, that “it is not to asperse the character 
of a public official to imagine a touch of timidity” as an 
influence on his actions. In other words, it is not a re- 
flection on the characters of commissioners Esch and 
Aitchison to say that, in their attitude in the lake cargo 
coal case, they were influenced to vote as they did by the 
fear that, if they voted otherwise, they would not be 
reappointed. 


Well, we may not be so polite as Senator Glass and 
some others (though the Glass politeness is indicated 
in no other way in the letter referred to) but, if mere 
politeness is not the explanation of what otherwise 
appears to be mental obliquity, we think better of our 
power of discernment than of that of these senators. 
To us it seems that, if commissioners Esch and Aitchi- 
son allowed desire to retain their jobs to influence them 
in their decision of a case submitted to them, which they 
were sworn to decide according to the law and the evi- 
dence, they are as crooked as if they had received a def- 
inite sum of money for their votes. If our logic in this 
respect is not correct, we would very much like for 
someone to point out to us in what particular it is weak. 
A job, or reappointment to a job, is as much a financial 
consideration as cash in hand. The effect of a decision is 
just as serious for the one consideration as for the other. 

We call a spade a spade and think of it as such when 
dealing with a matter of this kind. That is the reason we 
think Mr. Esch and Mr. Aitchison not guilty as charged 
—or, rather, as suspected or insinuated by senators who 
hand out the nasty insinuation with an attempt to 
deodorize it by their polite explanations. We do not 
think they are crooks, but honest gentlemen. That is 
why we want them retained on the Commission. 
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THE ROBINSON RESOLUTION 
As an example of the lack of thought and perception 
often displayed by representatives of business in consid- 
ering and discussing public matters, we call attention 
to the following editorial in Nation’s Business, the mag- 
azine published by the Chamber of Commerce of the 
United States: 


Editorially and by cartoon this magazine has pointed out the 
danger that lay in the interpretation by the Interstate Commerce 
Commission of the Hoch-Smith resolution, an interpretation 
which led Commissioner Hall (since retired) to say “Congress 
has not made of us a special providence.” 

Now the Senate of the United States has taken notice of the 
situation and has adopted a resolution which calls on the Com- 
mission to produce “a full and complete citation of the section 
or sections of the interstate commerce act as amended, and other 
acts, under which the Commission claims and believes it was 
granted the power to equalize prosperity among the producers 
of commodities.” 

What the Hoch-Smith resolution means is before the United 
States Courts, and before the Senate, and when those bodies 
have deliberated the Commission may have a new understanding 
of its duties. 


Is it possible that the business of the country wishes 
that to stand as its estimate of the resolution offered 
by Senator Robinson? Our own opinion of the reso- 
lution was presented in this column February 18, and 
we are confident that what we said much more nearly 
represents the correct understanding and estimate 
reached by those competent to understand the subject 
or thoughtful enough to wish to understand it. 


“ESCH AND AITCHISON, LIMITED” 


(Charleston, W. Va., Gazette) 


The Traffic World, organ of a hungry horde of traffic men 
who fawn and cringe at the knees of the omniscient and omnip- 
otent interstate commerce commission, or more especially those 
members of this commission who thrive on adulation, to gain 
favor and frequent reward, is devoted to the confirmation of 
Mr. Esch as a member of the commission. 

“The country ought to be interested in this case and insist 
on the confirmation of Mr. Esch, whether it knows anything 
about his ability and qualifications or not,’ says The Traffic 
World. 


This is a shameful confession of the weaknesses ef human 
beings who are willing to prostitute their thought to gain the 
temporary favor of those who serve in official life, a perversion 
of mental processes that: shocks the more refined and gives 
offense to ethical procedure. 


It reached a culmination last week when paid agents of 
associations and leagues, dependent on their livelihood for such 
favors aS may be secured from the interstate commerce com- 
mission, appeared before the senate committee on interstate 
commerce and in loud voice appealed for the confirmation of 
Esch because he had been attacked for making a decision in 
the lake cargo rate cases. 

It was the most shameful exhibition of unethical procedure 
that has been directed to our attention in many years. As 
much as John J. Esch has done to destroy the industries of 
the Southern mining districts we would have to concede to 
him greater manhood and finer stature than the creatures who 
crawled before the senate committee courting official favor 
in his behalf. 

Has the interstate commerce commission since the days of 
Clements fallen into such low repute that the lickspittles of 
traffic submerge their manhood to court favor from an official 
tribunal primarily endowed with power to do justice to shippers? 

Esch was a sorry figure before his inquisitors. While the 
puppets who appeared in his behalf overcame conscience with 
resounding speech, the lame duck from the Wisconsin lakes sat 
with bowed head as they unfolded their story of fawning. 

The traffic courtiers believe that Esch should be confirmed 
regardless of his qualifications. They did not take into con- 
sideration the evasive answers that he made to questions pro- 
pounded directly on the issues involved in his right to sit in 
judgment on the commerce of the nation for another term of 
seven years. They did not care if he took shelter behind some 
filmy barrier to conceal the thought of himself and those asso- 
ciates who exhibited their intellectual disposition to flee from 
refuge to refuge. They were interested mainly in maintaining 
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the favor of the man who was reappointed so that they might 
continue their intimacy. 

The boys of traffic row also listened intently to the state- 
ment of Aitchison, who, in the grandeur of a despot over com- 
merce, appeared resentful that any change of vote for which 
he was responsible should be questioned. His prefatory state- 
ment sought to show that once when an attorney in Washington, 
prior to appointment on the commission, the Southern states 
whose business he had voted to destroy, had contributed to his 
compensation. His effort at recital of this incident to prove his 
freedom from prejudice was indicative of his type of judicial 
mind. He intimated that his “service” on the commission might 
not continue indefinitely, that a resignation might be impending. 
Such an act would be the most charitable he has ever performed 
for the consuming states of the Northwest and the producing 
states of the Southland. He must remember, however, that 
Pennsylvania will not willingly acquiesce in his resignation. 
He has rendered great service to the coal operators of that 
state. They are not unmindful of his contributions in the form 
of more advantageous freight rates that so materially enable 
them to recoup their losses from inefficient operation of their 
mines. 

“Esch and Aitchison,” twins of nimble mind, conscience and 
direction, deserve from Congress a place in Statuary Hall, at 
which shrine the little acolytes of traffic may worship until 
they find, perchance, new heroes to respond to their adultation 
and self-serving declarations. 


LOREE EXPECTS AGREEMENT 


The Traffic World New York Bureau 


Belief that the present negotiations with the Van Sweringen 
interest swill bring a solution of the eastern trunk line question 
was indicated by L. F. Loree, president of the Delaware & 
Hudson, on his return to New York after a month in the south- 
west. He said that, while it was too early to predict the out- 
come, he felt that the Nickel Plate and the Delaware & Hudson 
would come to some agreement. It is understood that this 
statement referred to the eastern trunk line situation as a whole. 
Mr. Loree’s remarks were held to mean that much had taken 
place in the last few weeks, apart from the formal meetings 
of the eastern executives. To Mr. Loree has been offered the 
chairmanship of the Nickel Plate, which is understood to de- 
pend on the cessation of his fifth trunk line activities and the 
allocation of the major portion of the so-called Loree roads 
among the trunk lines in the “four party” plan. 

Mr. Loree, according to reports, will confer with representa- 
tives of the existing four trunk lines. Rumors persist that ne- 
gotiations are under way between the Baltimore & Ohio and 
the Wabash. The Baltimore & Ohio is the only one of the 
eastern four trunk. lines that does not have an entrance into 
Michigan. This the Wabash would supply. Daniel Willard, 
president of the Baltimore & Ohio, until recently has insisted 
that there is no need for consolidation legislation. He has con- 
tended that if there are five trunk lines in the east, the mileage 
of the various systems would not be proportionate and that the 
Baltimore & Ohio would be overshadowed by the Pennsylvania 
and the New York Central. 


CONSOLIDATION LEGISLATION 


The Traffic World Washington Bureau 


A Subcommittee composed of Senators Fess, of Ohio; 
Sackett, of Kentucky, and Smith, of South Carolina, was ap- 
pointed by Senator Watson, chairman of the Senate interstate 
commerce committee, March 3, to hold further hearings, if 
necessary, on proposed railroad consolidation legislation and 
then to whip a bill into shape for consideration by the whole 
committee. This action was taken at the conclusion of testi- 
mony by Ben B. Cain, general counsel of the American Short 
Line Railroad Association, who urged that Congress act on the 
proposed legislation at this session of Congress. 

Chairman Watson remarked that the indifference of mem- 
bers of Congress toward the proposed legislation was amazing— 
that, notwithstanding the importance of the subject, it did not 
attract the attention of members. He said he had thought at 
the beginning of the session that consolidation legislation would 
be acted upon early in the session but investigations displaced 
consideration of the consolidation bill. He believed that if any- 
thing were to be accomplished at this session, a subcommittee 
should be appointed to get a bill into shape for consideration 
of the whole committee. 

While Mr. Cain was testifying, Chairman Watson said all 
agreed that the main object of consolidation legislation was to 
take care of the short lines. Senator Fess said he subscribed 
to the view of the late Senator Cummins that government 
ownership of the weak roads was the alternative to meeting 
the problem of those roads in some other way. Mr. Cain did 
not think the Fess bill completely took care of the short lines 
but he did not think it would be possible to enact a bill at 
this time that would do so. He did not think there could be 
compulsory legislation. Senator Mayfield thought there should 
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be something in the bill that would require the larger lines 
to take the bad along with the good. 

Mr. Cain said the short lines favored the Fess bill with 
some changes. With respect to section 202 of the bill—the 
section containing the general statement as to unifications—he 
thought the language should be more specific in the way of 
declaring a policy. He proposed the following as a substitute 
for section 202 in the Fess bill: 


In order that adequate and efficient railroad transportation may 
be maintained in the United States, the unification, through any 
method or procedure provided for in this title, of carriers or property 
of carriers, is hereby authorized, and the Commission shall carry out 
the provisions of this title in such manner as in its opinion will pre- 
vent any undue lessening of existing carrier competition in service 
where such competition is deemed by it essential to the public interest 
preserve and stabilize necessary weak and/or short lines, and bring 
about ultimately the establishment of a number of strong, efficient and 
well balanced systems, calculated to afford better service, to promote 
economy, to facilitate simplified and more effective regulation, to 
eliminate unnecessary duplications and wasteful competition, having 
due regard to the advantages of competition between the systems go 
established, to maintain as far as practicable the existing routes ang 
channels of trade and commerce, and to otherwise protect and/or 
promote the public interest as it may be affected by the unification 
of railroads or railroad properties as provided for in this title. 


Mr. Cain objected to the use of the word “substantial” as 
urged by R. C. Fulbright, of the National Industrial Traffic 
League, instead of the word “undue” in connection with the 
language declaring against any undue lessening of competition. 
He believed that the use of the word “substantial” would be 
disastrous because he did not believe that there could be unifi- 
cation of two roads that competed at all if that word were used. 
He thought “undue” was sufficient. 

The bill should also, in the opinion of Mr. Cain, enable the 
Commission to bring before it a carrier not involved in an 
unification application but to which the Commission believed a 
certain road should be allocated. 

Senator Sackett expressed the opinion that the proposed 
legislation would be compulsory so far as dissenting stock- 
holders constituting less than a majority of a road were con- 
cerned and that he believed the compulsion should extend to 
the majority. Mr. Cain thought such a provision might endanger 
passage of the bill. 


ROADS DISCUSS EXPRESS CONTRACTS 


The Traffic World New York Bureau 


Replies received from member roads giving their opinions 
as to whether it would be advisable for the carriers to form a 
railroad-owned express company, were discussed for several 
hours Monday by the uniform express contract committee of 
the Association of Railway Executives. The committee will 
meet again in six weeks, when it will have before it the opinion 
of another committee of five lawyers as to the proper procedure. 
No plans have yet been proposed on the methods of taking 
over the express business. 

W. B. Storey, president of the Atchison, Topeka & Santa Fe, 
and chairman of the express contract committee, said he had 
received replies from most of the larger roads that carry more 
than 75 per cent of the express business of the country and, 
judging from the replies, there was no indication of abandoning 
the plan for taking over the express business by a railroad- 
owned company. 

Mr. Storey reiterated that the executives some time ago 
expressed themselves to the effect that the present contract 
with the American Railway Express Company was unsatisfac- 
tory and that the business could be handled more econcmically 
by a railroad-owned organization. He intimated that there was 
no indication that a new contract of any character would be 
made with the American Railway Express Company by the rail- 
roads, but that the railroads were under obligation, in case of 
cancellation of the contract, to purchase the property of the 
express company at cost, less depreciation. 

“We have at present no plan in mind as to how the Ameri- 
can Railway Express Company will be taken over,’ Mr. Storey 
said. “If we purchase the holdings of Adams Express and 
American Express we would purchase the company with its 
cash, reserves, and property. If those companies do not wish 
to dispose of their holdings at a fair figure we could then take 
over the properties on the various lines at cost less depreciation. 
Of course, it will be necessary to form a new company, with 
the various roads holding an interest in proportion to the volume 
of express business they handle. The Southern Railway Com- 
pany has an express company of its own, and we can say nothing 
as to the part that road would play in the formation of a new 
railroad-owned company.” 

While the present contracts do not expire until the latter 
part of March, 1929, Mr. Storey intimated that settling of the 
question would not be postponed until the expiration of the 
contracts. When the contracts were renewed in 1923 they were 
signed by the carriers with reluctance. However, the Ameri- 
can Railway Express Company insisted on more than a one-year 
contract, since it would be inadvisable for them to make ex- 
penditures for buildings and facilities that might become ob- 
solete in a year. 
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Current Topics 
in Washington 


? 


sublimation of Senatorial Consistency.—At the very hour 
, Senate committee on interstate commerce was spanking 
. missioner Esch for having yielded, as its members would 
. to political pressure in the lake cargo coal case, six mem- 
“ of Congress from Georgia were subjecting Commissioner 
Manamy to political pressure in the southern peach rate case. 
me six consisted of Senators Harris and George and Repre- 
mtatives Crisp, Wright, Rutherford, and Brand. Should such 
declaration as this one come to their attention each one would 
| his eyes in mock horror or mock indignation and hotly deny 
Such a denial would impress an informed man just as 
uch as would the denial of his son that the latter had been 
the jam notwithstanding the jam was sméared all over his 
ce. Such things as putting into the Congressional Record 
tracts from newspapers (see Traffic World, March 3, p. 512) 
wd calls on commissioners do not, of course, constitute pres- 


flic wre; not even advice! Gudgeons, of course, would believe such 
the jenials. Arriving, as they did, the hour the unfavorable vote on 
On. fsch was taken, the coming of the Georgians attracted more 
be than the ordinary amount of attention. Of course, they did not 
ifi- threaten Mr. McManamy! They just came to let him know 
ad. that there was such a case before him and that they knew he 

would do the fair thing. Perish the thought, they would have 
he said, had anyone suggested it, that Senators George and Harris 


would vote against the confirmation of McManamy if he did not 
vote “right” on the peach rate case. It merely happened, be- 
cause they were in Washington, that the congressmen were 
d added to the delegation of traffic men. It would have been 
i- insulting to have suggested that the congressmen were added 
1- vith a view to showing the commissioners that they were run- 
0 ning into danger if and when they should vote, on their oaths, 
1 to do anything other than the delegation might think was the 
proper thing for them to do! The late Judson C. Clements, for 
so long a Commissioner, was a Georgian. He held a different 
view as to the meaning of congressmen in delegations of citizens 
calling on the Commission or on a commissioner. One time 
, he said he would be glad to talk with a delegation from some 
: place that did not like a rate decision. When he came into his 
| ofice he found the anteroom filled with some citizens and many 
senators and representatives. He observed that he had been 
led to believe the delegation was to discuss a rate question, but 
that, evidently, he was in error, for it seemed to be a political 
convention. Senators and representatives took the hint. They 
left the meeting to be conducted by those who were supposed 
to know something on the subject that would enlighten Com- 
missioner Clements. But not all the commissioners are like 
that. The fact is becoming notorious that senators and repre- 
sentatives write to commissioners about pending cases, call 
them on the telephone, and in other ways take part in cases, 
without the knowledge of the other side.. The Commission was 
created with a view to having rate disputes decided in a judicial 
manner. The judge who receives ex parte statements, generally, 
is believed to be violating his judicial oath. There are many 
senators and representatives who never write or talk with 
commissioners. They content themselves, when they receive 
letters about rate cases, with sending such letters to the Com- 
mission. Usually the letters are put into the correspondence 
record of the cases to which they refer. In that way the other 
side is able to meeet any argument that may be made. As a 
tule, the arguments are so only in name. The weight back 
of a letter from a senator or representative is that which the 
commissioner attaches to the fear that, if he does not vote as 
the member of Congress desires, something disagreeable will 
happen to him politically. A continuation of what has hap- 
pened in the last two or three years, well informed men believe, 
will result in the ruination of the plan of rate regulation now 
in use. 





Parking Space for Confidence Needed.—Those particularly 
interested in knowing whether a thing in a tariff is an arbitrary 
or a proportional and when, if ever, the Kelly rule applies to 
arbitraries, suggest that the proposed reports and the Com- 
mission’s report in No. 17953, National Pole Company, decided 
by the Commission September 12, 1927, afford material for 
thought, if one fears not a trip to Bedlam. Two proposed re- 
ports were written by Examiner E. P. Hurley. The Commission, 
notwithstanding seeming inconsistencies, has recently denied a 
petition for reargument, filed by the complainant in October, 
1927. The question was as to the rates on poles from points 
in Washington to California destinations, made by combination 
of the factors variously described in the tariffs and reports as 
arbitraries or proportionals. Hurley came to the conclusion that 
the tariffs were so ambiguous that they had to be construed 
against the carriers. Division 4 overruled Hurley and dismissed 
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the complaint. To enable it to reach its conclusion that the 
rates used were applicable, the Commission held that the Seattle- 
Portland factor, though described in the tariff as a proportional 
rate, was, nevertheless, an arbitrary, because it did not apply 
as an independent rate factor from Seattle to Portland on traffic 
beyond Portland. In other words, the carriers made a mistake 
in calling what they had published a proportional. Part of 
the time the whatever-it-was factor was subject to the com- 
bination rule and part of the time it was not. The general rule 
was that arbitraries never were subject to the Kelly combination 
rule, but, by an exception in this case, according to the Com- 
mission’s report, the arbitrary was made subject to the rule. 
Later it was made not subject, but all the time, seemingly, it 
was published as a proportional and, therefore, subject to the 
Kelly rule. It is suggested that, in this case, the shipper, who 
is supposed to know the law, could not rely on the terms of 
the tariff, nor anything else, including the rule of tariff law, 
that, in case of ambiguity, the ambiguity must be resolved 
against the maker of the tariff. 





Barham Goes Back Home.—It is probable that a larger num- 
ber of men got a thrill out of the announcement that Charles 
Barham had returned to the Nashville, Chattanooga & St. 
Louis as vice-president in charge of traffic than has been given 
by such a notice for many a day. If there is a traffic man east 
of the Missouri River who does not know Barham, he is an 
exceptionally recent arrival in the business. As a traffic official 
of the N. C. & St. L. and as chairman of the Southern Freight 
Committee he has been a figure in every case involving southern 
rates for the last fifteen or twenty years. As a member of the 
school of Louisville & Nashville and Nashville, Chattanooga & 
St. Louis traffic men, he has always fought for his side and 
given many a lusty cut and slash for the interests he repre- 
sented. But the man who would say he ever played foul would 
be as rare, it is believed, as the traffic man who has not met 
Barham or known about his work. Commissioner Eastman 
and Mr. Barham were leading men in the southern class rate 
investigation, which, for seven years, was formally on the 
docket and open to amendment. Now that the class rates have 
been prescribed, Barham goes back to his old railroad connec- 
tion (not that he left it on account of the beginning of that 
case) to wrestle with them and with the far greater problem 
of how to persuade the traffic that could possibly roll over the 
rails of the N. C. & St. L. to do just that. In working on that 
task he will be in competition with other deservedly popular 
traffic officials. His stockholders ought to know, though they 
probably will not, that it was not just a case of whistling for a 
dog anxious and willing to come because there were no at- 
tractions at other points. 





Washington Growing Industrious.—It probably does not mean 
much, but the fact is that Washington officialdom is growing 
more industrious. It is proper to say that officialdom is grow- 
ing more diligent because it is no longer true that governing 
is the chief industry of the capital. There are more persons 
employed in private enterprises in Washington than are attached 
to the government payroll. Time was when practically every- 
body in Washington “was with the government.” Twenty-five 
years ago the government employes worked from 9 until 4. Now 
some work as late as 5 o’clock and the general rule is from 
9 to 4:30. Those who work until 5 o’clock have more Saturday 
half holidays than the others. In the gay ’90’s and later, no 
official of any size appeared at his office before 10 o’clock except 
for something unusual. Now it is the fashion of a good many 
to be at their desks before the clerks arrive. The Commission, 
ever since teeth were put into the law it administers, which was 
in 1906, has been a breaker of the traditions of leisurely old 
Washington. Until within two years or so ago it started argu- 
ments on cases at 10:30. Then it moved the time forward to 
10 o’clock. At the beginning of this month it set the hour for 
arguments at 9:30. The influence of Chairman Campbell is for 
even earlier beginning. Burning the candle late in the day is 
not one of his delights. If there is any to be done, his idea is 
that it should come in the hours while the dew or the frost 
is still on the ground. When the Commission set its arguments 
at 10 o’clock instead of 10:30 it made 4 o’clock the hour of 
quitting. That was done so as to enable commissioners to leave 
the bench and sign their mail while the clerks were still on duty, 
which was until 4:30 o’clock. If and when Chairman Campbell 
can get across his idea that 7 o’clock is about the proper hour 
for beginning, it is suspected there will be suggestions that the 
hour be made about 4:30 a. m. by some of the attorneys inclined 
to the habits of night hawks. 





Much Law on Two Miles of Railroad—A jejune mind with 
enough vitality left to realize the need of a spur might devote 
itself to an inquiry as to how many parts of the whole body 
of the law are not involved in the fight for possession of and 
the right to operate the Union Railroad of Oregon, from Union 
Junction to Union, Ore., a distance of 2.1 miles. For the pur- 
poses of the inquiry it probably is safe to say that the report 
of Examiner Thomas F. Sullivan, in finance No. 6466, reported 
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_ elsewhere in this issue, contains the fundamental facts. In 
passing, it might be said that no part of the criminal law, the 
law canonical, either branch of the international law, or the 
law maritime, is to be found in that tangled skein. Frequently, 
anything pertaining to the construction or operation of a railroad 
in Oregon, if scratched under the skin, reveals either or both 
the Northern and Southern Pacific. Neither, however, is re- 
vealed in this case. Until recently, the two-mile road was part 
of the Central Railroad of Oregon. It may still be part of that 
system, which was or is something more than 27 miles long. 
It had one locomotive. Without obtaining a certificate author- 
izing the Central to abandon operation, a Commission inspector 
said the road’s one engine was not safe to operate. That caused 
service to be discontinued. Sullivan said he did not know 
whether abandonment of operation was intended when the in- 
spector put that one engine out of commission. At any rate, 
the sheriff and the tax gatherer came along and sold the prop- 
erty for taxes, or, at least, they said they had done that. The 
sale has been denounced as a fake. The Central, at any rate, 
opposed the issuance of a certificate authorizing the Union to 
operate. Some part of the system was “sold” to a man or men 
who took up the rails. Another part, seemingly, was sold to 
citizens who acted as if they intended operating the property. 
The old Central of Oregon has instituted litigation. One court 
issued and then dissolved an injunction. Another court has 
revoked the franchise of the Central. Sullivan said neither 
the persons who had taken up the rails nor the Central had 
asked for a certificate authorizing abandonment of service. 
There are probably other angles that might be dug up. How- 
ever, it is believed, enough have been stated to enable even a 
lazy man to frame law questions which it is certain the jus- 
tices of the Supreme Court of the United States could not an- 
swer off-hand and which it is certain would bother a law student 
just about ready to take his bar examination. At that point 
a limb of the law knows more than at any other time. 





Toll Bridges Multiplying Rapidly—‘“The highways of the 
nation are being commercialized by an ever-increasing number 
of privately owned toll bridges and the success of some of these 
private interests in running the exploitation type of toll bridge 
has stimulated the hopes of those who desire to extend this 
exploitation to toll highways,” says a statement by the Ameri- 
can Automobile Association. Admitting that many toll bridges 
have given and are giving needed public service at a fair cost, 
the association asserts that scores of them levy tribute in terms 
of extortion—a tribute amounting sometimes to nearly 300 per 
cent return on investment. At the present rate of chartering 
private toll bridges, the statement says, the number of such 
bridges will be doubled in a few years. The Bureau of Public 
Roads has listed 233 toll bridges in the country, of which 191 are 
privately operated. At present, 29 new toll bridges are under 
construction and 163 are proposed, 100 of the latter to be pri- 
vately operated. In the last session and in the present session, 
it is asserted, Congress chartered 67 privately controlled bridges. 
The success of the toll bridges, the association says, has revived 
hope for the system of private toll operations on the highways 
themselves. That would put the country back on the basis of 
1828, when the private toll road was the cause of much trouble 
and the public toll road led to grafting and allegations of graft. 
The association asserts that, speaking, by and large, states and 
counties can finance the construction of bridges without in- 
creasing taxes by imposing tolls for the retirement of bonds. 
It insists that, after the bonds have been retired, the bridges 
can be operated and maintained as economically by the gov- 
ernment as by private enterprise. It heartily favors a recapture 
clause which Congress is inserting in every bill chartering a 
toll bridge enterprise.—A. E. H. 





JANUARY RAIL REVENUE 


The net railway operating income of Class I railroads in 
January amounted to $57,070,898, which for that month was at 
the annual rate of return of 3.68 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics which says: 


In January, 1927, their net railway operating income amounted to 
$61,383,597 or 4.06 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of ——s expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in January is based on reports 
from 185 Class I railroads representing a total mileage of 239,194 miles. 

Gross operating revenues for the month of January amounted to 
$457,173,637 compared with $486,926,520 in January, 1927, or a decrease 
of 6.1 per cent. Operating expenses in January this year totaled 
$362,730,488 compared with $387,396,129 in the same month last year 
or a decrease of 6.4 per cent. 

Class I railroads in January paid $28,514,890 in taxes, a decrease 
“ any $950,000 or 3.2 per cent under the same month 

st year. 

Thirty-six Class I railroads operated at a loss in January, of 
which sixteen were in the eastern, two in the southern and eighteen 
in the western district. 

Net railway operating income by districts in January with the 


percentage of return based on property investment on an annual 
basis follows: 
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Eastern District 


The net railway operating income of the Class I railroads in the 
eastern district in January was $28,350,869, which was at the annug 
rate of return of 4.16 per cent on their property investment. For the 
same month in 1927, their net railway operating income was $30,328.49 
or 4.57 per cent on their property investment. Gross operating rey. 
enues of the Class I railroads in January _ totaled $225,255,825, a de. 
crease of 8.5 per cent under the corresponding period the year befor, 
while operating expenses totaled $179,660,081, a decrease of 9.4 per cent 
under the same period in 1927. 


Southern District 


Class I railroads in the southern district in January had a ne 
railway operating income of $8,570,073 which was at the annual rate 
of return of 3.35 per cent on their property investment. For 
same month in 1927, the net railway operating income amounted to 
$9,876,683 which was at the annual rate of return of 4.04 per cent. 
Gross operating revenues of the Class I railroads in the souther 
district in January totaled $63,339,468, a decrease of 7.2 per cent 
under the same month in 1927 while operating expenses totaled 
$50,101,049 which was a decrease of 6.2 per cent under January 
last year. u 

Western District 

Class I railroads in the western district in January had a net 
railway operating income of $20,149,956 which was at the annual rate 
of return of 3.28 per cent on their property investment. In January, 
1927, their net railway operating income was $21,178,538 which was at 
the annual rate of return of 3.51 per cent on their property investment, 
Gross operating revenues of the Class I railroads in the western 
district in January totaled $168,578,343, a decrease of 2.3 per cent under 
January, 1927, while operating expenses totaled $132,969,358, a decrease 
of two per cent compared with the same month last year. 

CLASS I RAILROADS—UNITED STATES 


Month of January 


1928 1927 
Total OPerTAtiNE TEVENUCS..ccccccccccccecceces $457,173,637  $486,926,520 
Total operating expenses...... nine quis eeccarsuare 362,730,48 87,396,129 
errr re rer 28,514,890 29,465,961 
Net railway operating income...............+. 57 ,898 61,383,597 
Operating ratio—per cent.........csceceeeeees 79.34 79.56 
Rate of return on property investment....... 3.68% 4.06% 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 25 
totaled 869,590 cars, according to the car service division of the 
American Railway Association. This was a decrease of 18,301 
cars below the preceding week, due to the observance of Wash- 
ington’s birthday, with decreases being reported in the total 
loading of all commodities except grain and grain products, coal 
and coke, which showed increases. The total for the week ended 
February 25 was a decrease of 49,268 cars below the same week 
in 1927 and a decrease of 43,345 cars compared with the corre- 
sponding week two years ago. 

Revenue freight loading the week ended February 25 and 
for the corresponding period of 1927, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 6,157 and 8,305; live 
stock, 2,875 and 2,623; coal, 38,146 and 47,851; coke, 2,611 and 3,132; 
forest products, 6,164 and 5,595; ore, 1,261 and 1,197; merchandise, 
L. C. L., 58,676 and 60,580; miscellaneous, 79,293 and 78,817; total, 
1928, 195,183; 1927, 208,100; 1926, 220,184 

Allegheny district: Grain and grain products, 3,040 and 3,438; 
live stock, 2,043 and 2,181; coal, 39,268 and 52,551; coke, 5,263 and 
5,830; forest products, 2,522 and 2,701; ore, 713 and 2,123; merchandise, 
L. C. L., 48,884 and 50,100; miscellaneous, 68,701 and 67,563; total, 1928, 
170,434; 1927, 186,487; 1926, 187,950. 

Pocahontas district: Grain and grain products, 206 and 232; live 
stock, 82 and 57; coal, 36,931 and 41,411; coke, 387 and 558; forest 
products, 1,613 and 1,496; ore, 142 and 96; merchandise, L. C. L., 6,806 
and 7,198; miscellaneous, 5,676 and 5,616; total, 1928, 51,843; 1927, 
56,664; 1926, 51,385. 

Southern district: Grain and grain products, 4,156 and 4,232; live 
stock, 2,005 and 2,041; coal, 28,810 and 28,168; coke, 636 and 841; forest 
products, 18,211 and 20,451; ore, 974 and 1,246; merchandise, L. C. L., 
37,700 and 38,929; miscellaneous, 50,854 and 57,837; total, 1928, 143,346; 
1927, 153,745; 1926, 154,790. ‘“ 

orthwestern district: Grain and grain products, 12,637 and 9,995; 
live stock, 9,398 and 8,145; coal, 7,678 and 7,452; coke, 1,928 and 1,358; 
forest products, 20,636 and 21,453; ore, 459 and 569; merchandise, 
L. C. L., 28,375 and 29,003; miscellaneous, 29,987 and 32,717; total, 1928, 
111,048; 1927, 110,692; 1926, 108,407. 

Central Western district: Grain and grain products, 14,359 and 
11,987; live stock, 11,390 and 10,029; coal, 16,517 and 17,567; coke, 361 
and 446; forest products, 8,631 and 7,290; ore, 3,449 and 3,955; mer- 
chandise, L. C. L., 30,473 and 31,183; miscellaneous, 45,353 and 46,756; 
total, 1928, 130,533; 1927, 129,213; 1926, 120,004. 

Southwestern district: Grain and grain products, 5,432 and 4,998; 
live stock, 2,475 and 2,409; coal, 6,112 and 6,757; coke, 184 and 135; 
forest products, 7,300 and 8,810; ore, 312 and 438; merchandise, 
L. C. L., 14,968 and 15,516; miscellaneous, 30,420 and 34,894; total, 
1928, 67,203; 1927, 73,957; 1926, 70,215. 

Total, all roads: Grain and grain products, 45,987 and 43,187; 
live stock, 30,268 and 27,485; coal, 173,462 and 201,757; coke, 11,370 
and 12,300; forest products, 65,077 and 67,796; ore, 7,310 and 9,624; 
merchandise, L. C. L., 225,882 and 232,509; miscellaneous, 310,234 and 
324, 200; total, 1928, 869,590; 1927, 918,858; 1926, 912,935. 


Loading of revenue freight in 1928, compared with the two 
previous years, follows: 


1928 1927 1926 
Four weeks in February....... 3,447,723 3,756,660 3,686,696 
Four weeks in February...... 3,589,694 3,801,918 3,677,332 
BD «ct ecieceemeaevioeeeres 7,037,417 7,558,578 7,364,028 
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Decisions of Interstate Commerce Commission 


—_—— 


FOURTH SECTION CEMENT RATES 


The Commission, by division 3, in No. 18208, Oklahoma 
portland Cement Co. vs. Missouri-Kansas-Texas et al. (mimeo- 

phed), has found rates on cement, carloads, from Ada, Okla., 
yreasonable to some and not unreasonable to other destina- 
tions in Texas, Louisiana, and Arkansas. It has awarded rep- 
gration in instances where the rates were found unreasonable. 
The report covers five sub-numbers: Same vs. Houston & 
Texas Central et al.; Same vs. Louisiana & Arkansas et al.; 
Same vs. Ft. Smith & Western et al.; Same vs. Santa Fe et al.; 
and Same vs. Rock Island et al. 

The complaint alleged the rates were unreasonable and in 
violation of the long-and-short-haul part of the fourth section. 
Parts of fourth section application Nos. 461, 462, 637, and 12050, 
fled by Leland or any others to which carriers parties thereto 
asked for authority to continue to disregard the long-and-short- 
haul part of the fourth section in making rates on cement from 
Ada to points in the three states mentioned were also set for 
hearing in connection with these complaints. 

Complainant’s case, the report said, was built wholly around 
the existence of lower rates to farther distant points along the 
same lines or routes over which the movements to the inter- 
mediate points occurred. 

The mere existence of a lower rate to a farther distant 
point, the report says, is not conclusive that a higher rate to 
an intermediate point is unreasonable. In such situations, says 
the report, there is a prima facie presumption that the higher 
rates to the intermediate points are unreasonable, citing in 
support of that, E. C. Lee Farms Co. vs. L. & N., 93 I. C. C. 
699. The report also cites Patterson vs. L. & N., 269 U. S. 1, 
commonly known as the Hudson Mule case, in support of its 
declaration as to the law on the subject. 

The report points out many rate incongruities and says that 
the number shown could be multiplied. It says the complainant 
sold all its cement on a delivered basis. In disposing of the 
case, the Commission said: 


We find that the rates on cement, in carloads, from Ada, Okla., 
to the destinations indicated hereinafter over the short-line routes 
were unreasonable to the extent they exceeded the amounts set forth 
in connection with each destination or group of destintaions: To 
Honey Grove, Tex., 17 cents; to Sulphur Springs, Tex., 18 cents; to 
Clarksville, Winnsboro, Pittsburg, and Ennis, Tex., 19 cents; to Cor- 
sicana, Richland, Navarro, Wortham, and Mexia, Tex., 19.5 cents; 
to Marshall, Tex., 20 cents; to Gilliam, La., 23.5 cents; and to Zwolle, 
DeRidder, and DeQuincy, La., and Beaumont, Tex., 25.5 cents. We 
further find that the rates on cement, in carloads, in effect prior to 
November 10, 1924, and during the statutory period, from Ada to 
Alma, Mulberry, Altus, Clarksville, Morrilton, Palarm, and Morgans 
Spur, Ark., were unreasonable to the extent they exceeded 21.5 cents. 
We further find that the present rates, on cement, in carloads, from 
Ada to the destinations in Arkansas named in the complaint have 
not been unreasonable since November 10, 1924, and that the rates 
from Ada to all other destinations named in the complaint were not 
unreasonable. .. . 

Defendants, on oral argument, point out that in some instances 
reparation is proposed in the tentative report to a basis lower than 
that sought. The rates found reasonable for the past over the various 
routes are in harmony, distance considered. This would not be true 
if we were to limit the award of reparation in the manner suggested 
by defendants. The reasonableness of the rates, as applied to past 
shipments, has been put in issue. It is our duty to determine what 
would have been a reasonable basis. This determination must rest 
upon our findings of fact whether it results in rates higher or lower 
than those eens mentioned in the complaint. The main com- 
Plaint and all of the sub-numbers, besides referring to the specific 
rates to farther-distant points, contain prayers for “‘such other and 


further order and orders * * * as the Commission may consider proper 
2 < ss" Montrose Oil Refining Co. vs. St. LSS. F. Ry. Co., 


The question of reparation on shipments which moved over 
other than short routes was discussed in connection with ship- 
ments to destinations on the Missouri Pacific in Arkansas. The 
Commission said that if the longer routes were employed solely 
for the convenience of the carriers, reparation should be made 
to the basis of the rates herein found reasonable over the 
Short lines. It said that if the parties were unable to agree 
as to these or any other shipments, it might be necessary to 
set the case for further hearing. 


LUMBER SHORT-HAULING CASE 


The Commission, by division 3, in I. and S. No. 2962, routing 
lumber from Blytheville, Leachville & Arkansas Southern sta- 
tions to western points, mimeographed, has found justified the 
proposed cancellation of through routes, joint rates, and transit 
arrangements thereunder on lumber and related articles from 
stations on the Blytheville, Leachville & Arkansas Southern in 
connection with the Missouri Pacific. The orders of suspension 
have been vacated and the proceeding discontinued. The 
schedules were protested by the Nebraska Bridge & Supply Co. 

According to the report the St. Louis-San Francisco assumed 


the burden of justifying the proposed cancellation. That road 
contended that it was entitled to a long haul to Missouri and 
Kansas junctions on traffic received from the Blytheville road, 
and that it could not be required to turn traffic over to the 
a Pacific at Nettleton, Ark., where interchange is now 
made. 

The Commission said that under section 15 (4) it might 
not require the short-hauling of a carrier unless the route of 
the protesting carrier was unduly long. It said that the routes 
over the Frisco through Missouri and Kansas junctions were 
more direct than the routes over the Missouri Pacific. 

The protestant contended that the proposed changes would 
result in a charge of about $125 per car in excess of the charge 
over the existing route and make it impossible for it to compete 
with Arkansas lumber dealers. The Commission said the disad- 
vantage would arise, not from the cancellation, but from the 
fact that creosoted lumber, which would move beyond the transit 
point, weighed more than untreated lumber. It said that that 
disadvantage could not be said to flow from the cancellation of 
the Missouri Pacific route. Besides, it pointed out that the com- 
bination cited by the protestant in making comparisons was 
subject to being treated under the Sligo rule. The Commission 
said that under the proposed schedules the combinations which 
would become applicable to the movements via Nettleton and 
the Missouri Pacific through North Little Rock and the Missouri 
Pacific to 15 representative points in Kansas, on an average, 
would be 14 cents higher than the through rates to the same 
points over the Frisco through Missouri and Kansas junctions. 
Considering the average difference in distance of 139 miles, it 
said that such rates did not appear to be unreasonable. 


COTTON THROUGH CHARLESTON 


In a report written by Commissioner Taylor, in No. 18518, 
Charleston Traffic Bureau vs. Aberdeen & Rockfish et al., mime- 
ographed, the Commission, by division 1, has found the rates 
on cotton and cotton linters, from points in the Carolinas, from 
points outside of what is known as the joint-rate territory, 
through Charleston, S. C., to eastern port cities and New Eng- 
land destinations, in connection with the Clyde Steamship line 
not unreasonable or otherwise unlawful. The complaint has 
been dismissed and thereby the Commission has refused the 
prayer of the complainant which was for an enlargement of the 
joint-rate territory, to the end that more cotton might move 
through Charleston. 

The complainant, Commissioner Taylor said, sought an en- 
largement of the joint-rate territory, that is territory from 
which joint rail-water-and-rail and joint rail-and-water rates ap- 
plied, so as to include that part of South Carolina west of the 
line of the Seaboard Air Line through Cheraw, Columbia and 
Meyers and all that part of North Carolina lying east of the 
mountains. 

Prior to April 5, 1924, the report said, such joint rates ap- 
plied via Charleston from much of the territory Charleston 
sought, by this complaint, to have returned to the joint-rate 
area. Commissioner Taylor said the parties to this case as- 
signed different reasons for the restriction of territory made in 
1924 but that reasons were not material to the present issues. 

Complainant asserted that the restriction of the joint rate 
territory resulted in the loss of a substantial movement of cot- 
ton because the only charges then applicable from the territory 
eliminated from the joint-rate area were combinations, exceed- 
ing the rates through Norfolk, Va. 

“However,” said Commissioner Taylor, “as the movement of 
cotton through Charleston during the season of 1926-1927 was 
600,000 bales as compared with 135,000 bales five years ago, 
this contention lacks merit. There is no evidence as to the 
volume of the movement through Norfolk and Savannah to indi- 
cate that those ports have an undue advantage by reason of the 
rate situation complained of. According to defendants little, if 
any, cotton moves through Savannah from this territory to New 
England points and complainant concedes that a change in the 
rates through Savannah would be of no benefit to it.” 

Complainant, according to the report, sought the establish- 
ment of rates through Charleston from South Carolina points 
which were lower; from some North Carolina points the same, 
and from other North Carolina points higher, than the rates ap- 
plicable from the same points through Norfolk. Among the 
rates attacked were joint rates from points on the Southern 
higher than the combinations. The Southern, Mr. Taylor said, 
expressed a willingness to make rates no higher than the com- 
binations and the commissioner said that that should be done 
promptly 

Charleston showed rates via that port higher for shorter 
distances than through Norfolk. It used a ratio of three water 
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miles as equal to one rail mile. Mr. Taylor said the construc- 
tive distance computations were not based upon any study which 
indicated that the actual cost of a rail haul for one mile equalled 
that of a water haul of three miles. He said that that ratio had 
been used by the carriers in fixing what they deemed fair divi- 
sions of joint rail-and-water rates, on a mileage prorate plan. 
He pointed out that the Commission, in Southern Class Rate In- 
vestigation, 100 I. C. C. 513, said that the prorating or construc- 
tive mileages did not afford a fair measure of the water-line 
service. 

Defendants urged that what Charleston was asking would 
require an uneconomical back-haul to send the cotton through 
Charleston. Upon this record the Commission said it found 
that the rates assailed were not unreasonable or otherwise un- 
lawful. 


WALL PLASTER RATES 


The Commission, by division 3, in No. 16339, Three Forks 
Portland Cement Company vs. Chicago, Milwaukee & St. Paul 
et al., mimeographed, has found unreasonable the rates, based 
on a minimum of 80,000 pounds, on wall plaster from Hanover, 
Mont., for distances of 1,180 miles and greater to destinations 
on the Southern Pacific’s main line in Oregon south of Portland, 
and prescribed a new basis, effective not later than May 15. It 
has condemned, as unduly prejudicial, the like rates from Han- 
over to destinations on the Southern Pacific’s main line and on 
parallel branch lines in Oregon south of Portland. The undue 
prejudice is also to be removed not later than May 15. 


As to rates on wall plaster based on a minimum of 40,000 
pounds, from Hanover to destinations on the Southern Pacific’s 
main line and'‘parallel branch lines in Oregon south of Portland, 
the Commission has found them neither unreasonable nor unduly 
prejudicial. As to rates, based on an 80,000 minimum from 
Hanover for distances less than 1,180 miles, to the territory in 
question, it has made a finding that they are not unreasonable. 

Rates for distances in excess of 1,180 miles, found unrea- 
sonable, are to be displaced with rates beginning with 53 cents 
for the 20 mile block, 1,180 to 1,200 miles. That rate is also to 
apply to distances up to 1,220 miles. The scale then progresses 
half a cent for each twenty mile block up to 1,340 miles, ending 
with 56 cents at the maximum distance. 

The undue prejudice, found to correspond with an undue 
preference for competitors at Gerlach, Nev., is to be removed 
by using the rates from Gerlach as the base and then making 
the rates to destinations in the affected territory percentages of 
the rates from Gerlach, as follows: To Woodburn, 120; Salem, 
123; Jefferson, 125; Albany, 125; Lebanon, 125; Halsey, 128; Har- 
risburg, 128; Eugene, 130; Cottage Grove, 135; Drain, 138; Oak- 
land, 141; Roseburg, 144; Riddle, 151; Glendale, 157; Grants 
Pass, 168; Ashland, 179; Gregory, 184. 

The report said the record did not afford a basis for the 
prescription of a non-prejudicial basis to destinations other 
than those hereinbefore set forth. 

Chairman Campbell, dissenting, said the majority, in this 
case, had prescribed rates from Hanover to points south of 
Portland which averaged about 115 per cent of the scales pre- 
scribed in Three Forks Portland Cement Company vs. Burling- 
ton, 129 I. C. C. 107, decided June 28, 1927, to western and cen- 
tral North and South Dakota. He said it was difficult for him 
to agree that differences in transportation conditions warranted 
any higher level of rates westbound than eastbound from 
Hanover. Conditions in eastern Montana and western North 
Dakota, he said, were about as unfavorable as they were from 
Hanover to the Pacific coast. He said he could not subscribe 
to any rates westbound from Hanover which were 115 per cent 
of reasonable maximum rates eastbound from that point. 

The Pacific Portland Cement Company, Consolidated, with 
a plant at Gerlach, Nev., intervened, and, according to the re- 
port, its testimony was along lines similar to that of the de- 
fendants. The complainant contended that the rates to the 
affected territory unduly preferred plants at Blue Rapids and 
Irving, Kan., Loveland, Colo., and Mound House, Nev. The 
report said the complainant’s chief cause of complaint arose 
from the fact that it was unable to compete, at destinations on 
the Southern Pacific in Oregon south of Portland, under the 
adjustment from Gerlach, Nev. Prior to July 1, 1924, the inter- 
vener, the report said, operated a plaster plant at Mound 
House, on the Southern Pacific and the Virginia & Truckee. 
Distances and rates from Mound House, the report said, fairly 
represented the situation with respect to Gerlach. 


RATES ON SAND 


The Commission, by division 3, in No. 18303, Price Sand 
Co. vs. Santa Fe et al. (mimeographed), has found not unreason- 
able or unduly prejudicial rates on sand from Price, Okla., to 
destinations in Missouri. It has found rates from Price to 
Baxter, Columbus, Cherokee and Parsons, Kan., unduly preju- 
dicial, and to Neodesha and Humboldt, Kan., unreasonable and 
unduly prejudicial. It said the rates to Neodesha and Hum- 
boldt had been, were, and for the future would be unreasonable 
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to the extent that they had exceeded, exceeded or might ex, 
7 cents and that the rates assailed to Baxter, Columbus Che 
kee, Parsons, Neodesha and Humboldt had been, were ‘and. 
the future would be unduly prejudicial to the complainant b. 
unduly preferential of its competitors in the Kansas City distri 
to the extent that they had exceeed, exceeded, or might expou 
the rates contemporaneously in effect from the Kansag cj, 
Mo.-Kan., district to the same destinations. It awarded Tepe 
tion on shipments to Humboldt. New rates in accordance 
the finding are to be established not later than May 15. 


BRICK SCALE PRESCRIBED 


The Commission, by division 3, in No. 18843, A. ¢. Och 
Brick & Tile Company et al. vs. Chicago & North Western , 
al., mimeographed, has found unreasonable and unduly pre , 
dicial, the rates on brick and related articles taking the sam 
rates, from Springfield and Heron Lake, Minn., to destination, 
in North Dakota. The rates were found unreasonable to thy 
extent they exceeded or might exceed rates based on a may, 
mum distance scale, for both joint-line and _single-line hay, 
prescribed in the Mason City case, 107 I. C. C. 702. The Scale 
is set forth in an appendix in this case. The rates were foun 
unduly prejudicial to the extent they exceeded or might excegj 
the corresponding rates contemporaneously maintained by th 
defendants for like distances from points at which complaip. 
ants meet competition, to the same destination territory. 

New rates on articles carried in the uniform brick list pre 
scribed in the General Brick case, 68 I. C. C. 213, are to 
made effective not later than May 15. The complaint allege; 
the rates unduly preferred competitors of the complainant jp 
Minnesota, Iowa, South Dakota and Wisconsin. 

The record in this case, the Commission said, did not 
afford a sufficient basis for determining the relationship betwee, 
rates on drain tile and those on brick. The matter of deter. 
mining that relationship, the Commission said, would be left, 
in the first instance, to the carriers. It also said the carriers 
should observe proper relationships as between Springfield and 
Heron Lake on the one hand and the preferred points on the 
other in establishing rates on drain tile. 

The scale is for distances up to 800 miles. It begins with 
a rate of five cents for ten miles or under. Its progression js 
half a cent for each block. The blocks are of ten miles up to 
100 miles; then 20 miles up to 300 miles; and then 25 miles up 
to the end of the scale. 


ROSIN SIZE RATE 

A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 18775, Northwest 
Paper Co. vs. Chicago, Milwaukee & St. Paul et al. (mimeo- 
graphed), as to a rate of 29.5 cents on rosin size, carloads, from 
North Milwaukee, Wis., to Cloquet, Minn. The Commission, by 
division 3, found it unreasonable to the extent it exceeded or 
might exceed 26.5 cents and awarded reparation to that basis. 
The new rate is to be made effective not later than April 25. 

Chairman Campbell, concurring in part, said the relief 
granted had his approval so far as it went. It was his idea, 
however, that the rate should have been found unreasonable 
= _ extent it exceeded 20.5 cents, with reparation to that 
asis. 


LAUNDRY TUB COVER RATE 


The Commission, by division 3, has dismissed No. 18000, 
H. Barschi & Son, Inc., et al. vs. Baltimore & Ohio et al. 
(mimeographed), finding not unreasonable the rate on enameled 
iron laundry tub covers and enameled iron table tops, in cartons 
or crates, carloads, from Cleveland, O., to New York, Brooklyn, 
East New York, Long Island City and Laurel Hill, N. Y. The 
assailed rate was 47 cents. The complainants asked for a rate 
of 40 cents and reparation. The Commission said that the 
evidence was directed to show that the covers and tops were 
improperly rated in Official Classification. They contended, 
the report said, that the articles mentioned should not take 
higher ratings than enameled iron sink boards and other enam- 
eled plumbers’ goods and stove parts. The report said that 
under the issued raised by the pleadings the Commission was 
precluded from finding what was or would be a reasonable 
rating on the commodities considered. 





ROASTED COFFEE RATE 

A finding of unreasonableness and an award of reparation 
have been made in No. 18182, J. A. Folger & Co. vs. Santa Fe 
et al., mimeographed, as to the rate on roasted coffee, car- 
loads, from Kansas City, Mo., to Dallas, Tex. The Commission, 
by division 2, in a report written by Chairman Campbell, found 
the rate unreasonable to the extent it exceeded 75 cents. No 
order for the future was made because under the Commission’s 
decision in Consolidated Southwestern Cases, 123 I. C. C. 203, 
a rate of 66 cents will be made to apply to roasted coffee. The 
Commission authorized the complainant to include shipments 
made since the close of the hearing, up to the effective date of 
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the rate in Consolidated Southwestern Cases, to be included in 
the Rule V statements to be submitted to the carriers. 


LUBRICATING OIL RATES 

The Commission, by division 2, in No. 17506, Humble Oil & 
Refining Co. vs. Alabama Great Southern et al., mimeographed, 
has found unreasonable the rates on petroleum lubricating oil, 
in tank-car loads, from points in Pennsylvania and Ohio to 
Baytown and Port Arthur, Tex., to the extent they exceed 85 
cents from Pennsylvania and 80 cents from the Ohio points. 
New rates are to be established not later than May 2. Repara- 
tion was awarded. The report also covers a sub-number, Texas 
Co. vs. Baltimore & Ohio. The rates assessed ranged from 89 
cents to $1.065. The complainants asked for reparation to the 
pasis of the northbound rates which range from 57 to 65 cents. 
Those rates, the carriers asserted, were depressed because of 
pipe line and water competition. Cleveland is the only Ohio 
point mentioned in the order. The Pennsylvania points are 
Bradford, Burin, Eldred, Farmer’s Valley, Franklin, Freedom, 
Pittsburgh, Rouseville, Struthers, Tidioute, Titusville, McClin- 
tock, Neville Island, North Warren, Oil City and Warren. 


AUTOMATIC TRAIN CONTROL 
The Commission, by division 6, in No. 13413 (Sub. No. 4-2), 
the automatic train control device case (mimeographed), after 
inspection and test, has found the installation of train-stop de- 
yices of the National Safety Appliance Company, on the San 
Antonio subdivision of the Houston division of the Galveston, 






unt inf Harrisburg & San Antonio, to meet the requirements of its 
specifications and order. It has approved the installation and 

d not™ prescribed requirements in respect of apparatus and operations 

tween with which the carrier is expected promptly to comply. The 

deter. M™ cost of installation was estimated at $204,327.98. 

> left, ee en eee ee 

fa RATES ON GLASS SAND 

n the In No. 18566, T. C. Wheaton Co. et al. vs. Baltimore & Ohio 
et al, a sub-number, Carr-Lowrey Glass Co. vs. Same et al., and 

with | No. 18260, Old Dominion Glass Corporation vs. Baltimore & 

On js Ohio et al., mimeographed, the Commission, by division 1, has 

Ip to found unreasonable the rate on glass sand from Berkeley 

S UD Springs, Great Cacapon and Hancock, W. Va., to Millville, N. J., 
to the extent that it exceeded, exceeds, or may exceed $2.80 
per net ton, and awarded reparation to the complainants in 
the title complaint. The new rate is to be effective not later 
than April 25. 

and The sub-number and No. 18260 were dismissed, the Com- 

west mission finding the rate from the points of origin mentioned 

meo- to Baltimore, Md., and Alexandria, Va., not unreasonable. 

rom The report said that complainants in No. 18260 and in the 

, by sub-enumber took no exception to the report proposed by the 


1 or examiner until arguments were being made. Then, the report 
isis, said, they supported the prayer of complaints exactly as if 
25. exceptions had been filed as provided by rule XIV of the Com- 
lief mission’s rules of practice. That practice, said the Commis- 


lea, sion, was condemned as early as Fidelity Cotton Oil Co. vs. 
ble A. & V., 47 I. C. C. 542. The Commission said exceptions to 
hat adverse reports proposed by examiners should be made in 
writing, specifically, in the manner and within the time pro- 
vided in the rule and that exceptions should not be urged for 
the first time on oral argument. 
- FUEL OIL RATES 
led The Commission, by division 2, has dismissed No. 18620, 
yng Walsh Fire Clay Products Co. vs. Chicago & Alton et al., mimeo- 
yn, graphed, finding rates on fuel oil from Wood River and Roxana, 
he lil, to Vandalia, Mo., not unreasonable. 
ite a 
he LUBRICATING OIL RATES 
1 An order of dismissal has been made in No. 15465, Empire 
~ Refineries, Inc., et al. vs. Houston & Texas Central et al., mime- 
.. ographed, the Commission, by division 1, finding not unreason- 
wn able or unduly prejudicial the rates on lubricating oils, carloads, 
ne from points in the Houston, Tex., group to Ponca City and 
le Okmulgee, Okla., and Coffeyville, Kan. 
OVERCHARGES ON LIME 
In a mimeographed report by division 3 in No. 19489, E-Z 
. Opener Bag Co. vs. Southern et al., the Commission has found 
" inapplicable but not unreasonable rates charged on lime from 
Knoxville, South Knoxville Extension and River Front Exten- 
sion, Tenn., to Braithwaite, La., and that complainant is entitled 
to reparation. The Commission said the rate applicable prior 
to October 10, 1927, was $3.93 per ton and that that rate was 
not unreasonable. It further found that shipments delivered 


Prior to that date were overcharged and directed refund of 
charges to that basis. It said that in Lime Between Southern 
Points, 129 I. C. C. 635, it found certain rates on lime justified 
and in accordance with that finding rates were established to 
Braithwaite, effective October 10, 1927, of $4.80 and $3.96 for 
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minimum weights of 30,000 and 50,000 pounds, respectively. It 
said those rates would take care of the situation for the future. 


CORRECTED MEAT REPORT 


The Commission, by division 4, in No. 17551, Swift & Co. vs. 
Georgia & Florida et al., opinion No. 12911, 136 I. C. C. 548-51, 
originally mimeographed (see Traffic World, August 13, 1927, 
p. 342), has corrected the original report, as to fresh meats and 
packing house products, green salted hides, and grease, from 
Moultrie, Ga., to various destinations. As issued one of the 
findings was that the rates assailed “on fresh meats and pack- 
ing house products, in straight and mixed carloads” were 
unreasonable. 

As corrected the finding is that rates “on fresh meats, in 
straight carloads and in mixed carloads with packing house 
products” were unreasonable to the extent stated in both the 
original and corrected reports. The corrected report contains a 
finding not contained in the original, “that the rates assailed 
on packing house products, in straight carloads were not 
unreasonable.” 

The original finding contained a contradiction in that it 
said that the “rates assailed on fresh meats and packing house 
products, in straight and mixed carloads, were unreasonable 
to the extent that they exceeded the contemporaneous rates on 
packing house products in straight carloads by more than 
15.5 cents.” 


CAR PORTER CASE DISMISSED 


The Commission has dismissed No. 20007, Brotherhood of 
Sleeping Car Porters vs. Pullman Company (mimeographed), for 
want of jurisdiction. In a report written by Commissioner 
Brainerd, the Commission said it had been referred to no law 
which prohibited tipping and that there was no direct reference 
in the acts administered by it to tipping or any provision of 
law that might, by any reasonable inference, be said to refer 
thereto. He said a consideration of the complaint in all its 
aspects led only to the conclusion that the real objectives sought 
were increased wages for the porters and maids. The Commis- 
sion, he said, had no power to regulate wages and, consequently, 
no authority to inquire into the justness of the complainant’s 
demands, however meritorious they might prove to be.” 

Commissioner Aitchison dissented on the ground that the 
complaint seemed to state facts which, if established, might 
constitute violations of sections two and three of the interstate 
commerce act and of the Elkins act. Commissioners Eastman 
and Lewis joined in that expression. 


LOG RATES UNREASONABLE 


The Commision, by division 2, in No. 18307, Marvil Package 
Company vs. Norfolk Southern et al., mimeographed, has found 
unreasonable the rates on logs, from points in North: Carolina 
and Virginia to destinations in Maryland, Delaware and New 
Jersey, prescribed new ones to be made effective not later than 
May 28, and awarded reparation. The report also covers No. 
18569, Vineland Basket Company vs. Pennsylvania et al. 

The finding is that the rates were, are and for the future 
will be unreasonable to the extent they exceeded, exceed or 
may exceed 65 per cent of the contemporaneous lumber rates. 


IMPORTED FIG RATES 


A finding of unreasonableness for the future but not for 
the past has been made in No. 19052, Zion Institutions and In- 
dustries vs. New York Central et al., mimeographed, as to rates 
on imported figs, dried or evaporated, in bulk, in bags or mats, 
carloads, from New York harbor points and Baltimore, Md., to 
Zion, Ill. The Commission, by division 3, has found them un- 
reasonable to the extent they may exceed the present fifth class 
rates of 56.5 and 53.5, from New York and Baltimore, respec- 
tively, on a minimum not exceeding 36,000 pounds. The car- 
load rating on figs has been fourth class since 1888. The Com- 
mission said that the movement appeared to have been on the 
classification basis all that time. Therefore, following Kala- 
mazoo Vegetable Parchment Company vs. C., K. & S., 128 I. 
Cc. C. 675, and similar cases, it said its finding would be lim- 
ited to the future. The order requires the rating to be changed 
not later than May 4. The Commission suggested that to avoid 
future litigation the carriers might appropriately correct the 
rates throughout Official Classification territory, although the 
order is limited to New York harbor points and Baltimore. 


COMMISSION ORDERS 
No. 20462, the Colonial Salt Co. et al. vs. Chicago & Erie 
et al. The Morton Salt Co. permitted to intervene. 
No. 20532, the Colonial Salt Co. et al. vs. Akron, Canton 
& Youngstown et al. The Morton Salt Co. permitted to inter- 


ene. 

No. 20565, Hugo Strauss Packing Co., Inc., vs. Alabama & 
Vicksburg et al. Swift & Co. permitted to intervene. 

No. 20647, State of Idaho ex rel. Public Utilities Commis- 
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sion of Idaho vs. Oregon Short Line et al. The Oakland Cham- 
ber of Commerce permitted to intervene. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. The 
order entered in this proceeding on January 17, 1928, which was 
by its terms made effective May 7, 1928, has been modified so 
that it will become effective on May 16, 1928. 

No. 20099 and Sub. 1, International Paper Co. et al. vs. 
Akron, Canton & Youngstown et al. The Lexington Board of 
Commere of Lexington, Ky.; Abitibi Power and Paper Co., Ltd.; 
Escanaba Paper Co.; the Fort William Paper Co.; the Mani- 
toba Paper Co., Ltd.; the Spanish River Pulp & Paper Mills, 
Ltd.; Ste. Anne Paper Co., Ltd.; the G. H. Mead Co.; Anglo 
Canadian Pulp & Paper Mills, Ltd.; Brompton Pulp and Paper 
Co., Ltd.; Canada Paper Co., Ltd.; Canadian Export Paper Co., 
Ltd.; Donnacona Paper Co., Ltd.; Laurentide Co., Ltd.; Port 
Alfred Pulp & Paper Corp.; St. Maurice Valley Corp. and Guy 
Tombs, Ltd., permitted to intervene. 

No. 20532, the Colonial Salt Co. et al. vs. Akron, Canton & 
Youngstown et al. The Cayuga Rock Salt Co.; International 
Salt Co., Inc.; Kerr-Remington Salt Co.; Leroy Salt Co.; Retsof 
Mining Co.; Sterling Salt Co.; Watkins Salt Co. and Worcester 
Salt Co. permitted to intervene. 

Finance No. 6525, operation and abandonment of lines by 
Santa Fe. Proceeding reopened and assigned for hearing at a 
time and place tu be hereafter fixed. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Lane County Court; Springfield Chamber of Com- 
merce, and Eugene Chamber of Commerce permitted to inter- 


vene. 

No. 20184, National Bellas Hess Co., Inc., vs. Long Island 
et al. Complaint dismissed as to the Chicago & North Western 
and Pere Marquette. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. St. Regis Paper Co., Harrisville Paper Corp. and 
Taggart Bros. Co. permitted to intervene. 

No. 20474, Fisher Flouring Mills Co. et al. vs. Union Pacific 
et al. Portland Traffic and Transportation Assn. permitted to 
intervene. 

No. 18212, Meridian Traffic Bureau for Threefoot Bros. & 
Co. vs. Columbus & Greenville et al. The order entered in this 
proceeding on December 6, 1927, which was by its terms made 
effective March 10, 1928, has been modified so that it will be- 
come effective on May 10, 1928. 

No. 16522 (and Sub. 1), Parkersburg Rig & Reel Co. vs. 
Union Pacific et al. The order entered in this proceeding on 
December 23, 1927, which was by its terms made effective on 
March 1, 1928, and subsequently modified so as to become effec- 
tive on March 1, 1928, and subsequently modified so as to be- 
come effective on April 1, 1928, has been vacated, and the pro- 
ceeding reopened for reconsideration on the record as made. 

No. 13413, automatic train control devices. The Lehigh 
Valley has been permitted to operate switch, mines, and other 
non-equipped locomotives, or locomotives equipped for forward 
operation only, on portions of its main track in train-control 
territory as specifically described therein. 

No. 20545 (and Sub Nos. 1, 2 and 3), International Paper 
Co. vs. Baltimore & Ohio et al. The Anglo Canadian Pulp and 
Paper Mills, Ltd.; Brompton Pulp and Paper Co., Ltd.; Canada 
Paper Co., Ltd.; Canadian Export Paper Co., Ltd.; Donnacona 
Paper Co., Ltd.; Laurentide Co., Ltd.; Port Alfred Pulp and 
Paper Corp.; St. Maurice Valley Corp.; and Guy Tombs, Ltd., 
permitted to intervene. 


SUSPENDED TARIFFS 


In I. and S. No. 3071, the Commission has suspended from 
March 3, until October 3, schedules as published in supplement 
No. 14 of joint tariff, Johanson’s I. C. C. No. 1982 and Jones’ 
I. C. C. No. 1965. The suspended schedules propose to cancel 
routes on traffic to and from points on the Chicago, Rock Island 
& Pacific in Oklahoma and points in defined territories when 
routed in connection with the St. Louis-San Francisco via Hol- 
denville, Okla., or the Missouri-Kansas-Texas via McAlester, 
Okla., which would leave only higher combination rates in effect 
via these routes. 

In I. and S. No. 3072, the Commission has suspended from 
March 38, until October 3, schedules as published in supplement 
No. 3 to Boyd’s I. C. C. No. A-1809. The suspended schedules 
propose to increase the carload minimum weight, applicable in 
connection with proportional rates, on live poultry from Kansas 
and Missouri to St. Louis, Mo., and Chicago, Ill., when for des- 
tinations in Central Freight Association, Eastern Trunk Line and 
New England territories. The following is illustrative: 


From Springfield, Mo., to New York, N. Y., charges for car con- 
taining 18,000 pounds, present $307.80, proposed $323.10. 


In I. and S. No. 3073, the Commission has suspended from 
March 38, until October 3, schedules as published in the follow- 
ing tariffs of the Union Pacific: Supplement No. 5 to U. P. R. R. 
—I. C. C. No. 3282; Supplement No. 8 to U. P. R. R—I. C. C. 
No. 3445; Supplement No. 1 to U. P. R. R—I. C. C. No. 3809. The 
suspended schedules propose to cancel joint through commodity 
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rates on grain and grain products, carloads, from Kansas DOints 
to points in Arkansas, Kansas and Missouri, and to apply higher 
combination rates in the future. The following, rates in Cents 
per 100 pounds, illustrative: 


Cornmeal in carloads, from Abilene, Kan., to Springfield, Mo. 
present 16, proposed 29. , 


In I. and S. No. 3074, the Commission has suspended from 
March 4, until October 4, schedules as published in Wabash 
Railway I. C. C. No. 6272. The suspended schedules propose 
to restrict the fabrication in transit arrangements on various 
kinds of iron and steel articles at Kansas City, Mo., to apply 
only on iron or steel frame work or sections for bridges, build. 
ings or cars. 

In I. and S. No. 3069 the Commission has suspended from 
March 2 until October 2 schedules as published in supplement 
No. 10 to Agent J. E. Johanson’s tariff I. C. C. No. 1987. The 
suspended schedules propose to eliminate routing on petroleum 
and petroleum products from origin points in Texas on the 
Kansas City, Mexico & Orient Ry. Co. of Texas to points jn 
Illinois on the Illinois Terminal Company when in connection 
with the Alton & Eastern R. R. Co., which would force this 
traffic to move via other routes to secure the benefit of joint 
through commodity rates. 

In I. and S. No. 3070, the Commission has suspended from 
March 2 until October 2 schedules as published in supplement 
Nos. 5 and 6 to Agent J. J. Cottrell’s tariff I. C. C. No. 692. The 
suspended schedules propose to increase the rates on farm Wag. 
ons or trucks, carloads, from Lynchburg, Va., to Monroe, West 
Monroe and Shreveport, La. The following carload minimum 
weight is illustrative: 


From Lynchburg, Va., to Monroe, La., present 20,000 pounds, 
96; proposed 24,000 pounds, 98%. From Lynchburg, Va., to Shreve- 
port, La., present 20,000 pounds, 96; proposed 24,000 pounds, 100. 


PETITIONS FOR REHEARING, ETC. 


No. 18065, Quinton Spelter Co. vs. Fort Smith & Western 
et al. Defendants ask for reconsideration and modification. 
No. 17586, Leonard, Crosset & Riley vs. Santa Fe et al. 


. Defendant carriers ask to reopen for further hearing and oral 


argument on present record and to modify decision. 

No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
et al., and No. 17217, George C. Meyer et al. vs. Bellefonte Cen- 
tral et al. Complainants ask for reconsideration of the Com- 
mission’s decisions and for reargument upon the issue of rea- 
sonableness of rates during the statutory period and upon com- 
plainants’ right to an award of reparation. 

No. 14827, National Association of Upholstered Furniture 
Manufacturers vs. Ann Arbor et al. Defendant carriers ask 
for modification of opinion and orders in this proceeding. 

No. 16827, Commercial Club of Fargo, N. D., et al. vs. Great 
Northern et al. Complainants ask for reopening for reargument. 

No. 196938, Hugo Strauss Packing Co., Inc., vs. Alabama & 
Vicksburg et al. The Pennsylvania, a defendant in this pro- 
ceeding, petitions for reopening and for consolidation with No. 
or Hugo Strauss Packing Co., Inc., vs. Alabama & Vicksburg 
et al. 

No. 19010, Chapman Price Steel Co. vs. Baltimore & Ohio et 
al. Complainants petition for rehearing, with respect to the 
reasonableness of the rate of $2.65 per gross ton on sheet bars 
from Cincinnati (Newport and Andrews, Ky.) to Indianapolis, 
Ind. 

No. 18465, Roberts Cotton Oil Mills, Inc., et al. vs. Butler 
County et al. Complainants petition for reopening and rehear- 
ing under shortened procedure. 

No. 18514, Acme Coal Co. et al. vs. Baltimore & Ohio, Erie. 
‘Complainants petition for further hearing and reconsideration by 
entire Commission. 


No. 19123, Acme Brick Co. vs. Chicago, Rock Island & Gulf 
et al. Complainant petitions for rehearing therein. 

No. 18171, Old Dominion Glass Corp. vs. Pennsylvania et al. 
Complainant petitions for reargument therein. 


EASTERN GRAPE CASE 


The carriers, in No. 20141, Chautauqua & Erie Grape Grow- 
ers’ Cooperative Association, Inc., et al. vs. Erie et al., answer- 
ing the contentions of the complainants, said the facts of record 
showed that by recognized standards of determination adopted 
by the Commission, the classification rating on grapes, under 
attack in this complaint, was not too high; that the grapes them- 
selves, when measured by those on grapes moving in volume 
in the same territory under substantially similar conditions, 
were not unreasonable and that the assailed ratings and rates 
were the lowest possible ratings and rates compatible with the 
maintenance of adequate transportation service and that, not- 
withstanding the effect, if any, of the Hoch-Smith resolution, 
they were not unlawful. The carriers further asserted that 
there was no evidence which would substantiate the claim that 
their rates on grapes were unduly prejudicial to the complainant, 
and that the rates on grapes from California were unduly pref- 
erential of the California shippers. 
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CAB CURTAINS RECOMMENDED 


Special Examiner John L. Rogers, in a proposed report in 
No. 19299, the Railroad Commission of Wisconsin vs. Aberdeen 
% Rockfish et al., has recommended that the Commission find 
that the safety of employes and travelers upon railroads re- 
quires that in the northern part of the United States steam 
jocomotives and tenders have suitable cab curtains; that un- 
necessary or excessive openings about locomotives be closed, in 
the winter months; that oil burning locomotives should not 
take air into the firebox from the interior of the cab but through 
4 conduit leading to the outside; and that steam locomotives, 
in road service, have a suitable storm window attached to side 
cab windows. These things, Rogers says, should be brought 
about by the Commission amending rule 116 of the rules and 
instructions for the inspection and testing of steam locomotives 
and tenders approved and established in accordance with the 
act of February 17, 1911, as amended, commonly called the 
poiler inspection act. 

The Wisconsin commission’s complaint alleged that the fail- 
ure of respondents to equip their locomotives and tenders used 
in Wisconsin and in other states where climatic conditions 
were similar, with suitable cab curtains and other devices suffi- 
cient to protect employes from the inclemencies of the weather, 
rendered the use of such locomotives and tenders a violation 
of the act mentioned. The Commission was asked to prescribe 
equipment for the comfort and protection of the engineers and 
firemen to enable the employes to operate the engines without 
unnecessary peril to life or limb. The commissions of Colo- 
rado, Illinois, Indiana, Iowa, Michigan, the Dakotas, and Oregon 
intervened in support of the complaint. Locomotive employe 
organizations also intervened, two to ask for vestibule cabs, 
put later that intervening petition for vestibule cabs was stricken 
out. 

Rogers said that the railroads, almost without exception, 
equipped their locomotives with some arrangement of cab cur- 
tains for use in the cold months, usually from about October 
1 to April. The question, he said, was as to the degree of 
protection to be afforded and as to how that might be accom- 
plished without sacrificing safety in other respects. The com- 
plainant asked for rules similar to the statutes of Wisconsin. 
The examiner did not recommend the Wisconsin plan. 

The rules, he recommended, after deciding that the Com- 
mission had authority to prescribe rules of the sort desired, 
were framed to apply in that part of the territory bounded on 
the south by the southerly lines of Virginia, Kentucky, Kansas, 
Colorado, Utah and Nevada, and a line running southwesterly 
from Carson City, Nev., to San Francisco, Calif., between No- 
vember 1 and April 1. : 


PROPOSED OIL ADJUSTMENT 


A revision of rates on gasoline and other petroleum prod- 
ucts, from refining points in Kansas, Oklahoma and Texas to 
destinations in South Dakota, both east and west of the Mis- 
souri River, has been proposed by Examiner Arthur Kettler, in 
No. 18101, White Eagle Oil & Refining Co. vs. Santa Fe et al., 
and two sub-numbers thereunder, Transcontinental Oil Co. vs. 
Same, and Shaffer Oil & Refining Co. et al. vs. Same. Kettler 
Propose the making of rates to eastern South Dakota in ac- 
cordance with a mileage scale with differentials over that scale 
into that part of the state west of the Missouri River. 

Kettler said the Commission should find the rates unreason- 
able from and to the points mentioned and award reparation, 
not to the basis of rates recommended for the future, but to 
the basis of 16 per cent higher than the rates for the future 
without the observance of differentials as maximum between 
the groups of origin, and computed by the use of average dis- 
tances from the groups over the shortest routes established 
at the time the shipments moved. He recommended reparation 
on the ground that some of the rates were unreasonable under 
the South Dakota adjustment as it existed at the time of the 
movement of the shipments covered by the complaints. The 
awards of reparation run to the White Eagle Oil & Refining 
Co., the Transcontinental Oil Co., the Shaffer Oil and Refining 
Co. and the Texas Co. Kettler specifically recommended against 
the retroactive application of the rates recommended for the 
future. He said it was not the primary purpose of the pro- 
ceeding to bring about a reduction of the defendants’ revenues. 

The Texas Co., an intervener, brought in rates not only 
from the refining points in Kansas, Oklahoma and Texas, but 
also from Casper, Wyo. Kettler said the rates from Casper 
Should be found not unreasonable. The prayer of both com- 
Plainants and intervener was for new rates and reparation. 
Kettler said the rates from the Kansas City group were not 
assailed, but that they bore a relationship to the rates against 
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which complaint was made. He said that that relationship had 
to be considered in the determination of the rates assailed as 
was the average haul from a group of points rather than the 
hauls from individual points. No sufficient reason appeared, he 
said, for the maintenance of rates from any group upon a level 
higher than a reasonable maximum fully reflecting transporta- 
tion conditions nor upon a level higher than would result from 
the application of that maximum in connection with appropriate 
differentials not exceeding differences under the maximum level. 

The examiner said the Commission should find the assailed 
rates from the Kansas, Oklahoma and north Texas groups to 
destinations in South Dakota east of the Missouri unreasonable 
to the extent they exceeded or might exceed rates under ap- 
pendix B, computed in the manner shown in the report, and 
to destinations west of the river to the extent they exceeded 
or might exceed the rates under the scale, plus the differentials 
under the scale shown in appendix C for the hauls over the 
lines lying west of Mobridge, Pierre and Chamberlain, S. D., 
and north of Edgemont, S. D., and Dakota Junction, Neb. 

In computing the rates, the examiner said, the average 
distance from all points grouped, over the shortest routes over 
which carload traffic could be moved without transfer of lading, 
should be used. He said origin group differentials should be 
maintained, as follows: 7 cents between the Kansas City and 
Oklahoma groups; 2 cents between the Kansas and Oklahoma 
groups, and 2.5 cents between the Oklahoma and north Texas 
groups except where the application of the scale resulted in 
a lower difference in rates. The appendices to be used as guides 
in the making of rates, B and C, are as follows: 


APPENDIX B 








Distance Rate Distance Rate 
Miles Cents Miles Cents 
320 and Over 300.......6<.cscee 35 $50 and OVer 825 ......600<c0ce 59 
$40 and OVEP 320.......0¢ see 36 S75 and over $60. ....ccccces 59 
360 and OVEPr 340... c<ccsece 37 900 GH OVO BIG io ioie.6icisceces 60 
380 SNA OVEP BEV. «:.:0:0.0:010:0:: 38 S20 BNG GVEF FOO. ..ccccccces 61 
400 @N@ OVET BBO ......0.0:c0000 0% 39 S50 ANG OVEP GEO..cccecccees 62 
430 and OVEP 200. .6ccccseees 40 O75 GWG OVEP 950. 60:.000-00000 63 
440 and over 420. .... cee 41 1000 and over 975. .....ccccee 63 
460 ONG OVET 440... 000000000 42 1025 and OVEP 1000........06s00008 64 
480 and over 460 ee 1050 and over 1025........-0.. 65 
500 and over 480 1075 and over 2050. «.......0.0.0.00.0 66 
520 and over 500 1100: and OVP 107.260.5000 67 
540 and over 520 1125 and Over 1200. ...0c0ccece 67 
560 and over 540.........06. 46 TEGO AM GVEP TUT G 6 ic:0 600.0 s:0:60:0 68 
580 and OVEPr SG0.......ccseces 47 2175. GRE OVED TI. cicscc 0 vee 69 
600 and over 5S0..... cccccces 48 1200 and OVEP 11976 ..0:...00000s080 70 
620 and over €00........20se0 49 1225 GRA OVET 1200 ...cccveseses 71 
640 and over 620............ 50 1275 and OVEr 1226.....c0ccse0 72 
660 and over 640............ 51 1300 Gnd OVOP T2IB..cccccecces 73 
680 and over 660............ 52 1825 and over 1800. .....cccece 74 
700 GME. GVEP GOO o6000s20c0e 52 1350 and over 1325 
720 and over 700.... ans a 1375 and over 1350 
740 and over 720.... ioe ee 1400 and over 1375 ere 
TOO GU CVE 120s .cic cies ccence 55 1425 and over 1400............ 77 
TSO GUNG CVET TOO e-o0:0:0:0:0:0-0:0:0 56 1460 and Over 1435 .....cseced 78 
S00 AHA OVEP TSO ...cccsicccese 57 1475 and over 1450.........+6. 79 
$25 and Over BOO... 2.200000 58 1500 and over 1475.........0.6. 80 
APPENDIX C 
Distance Differential 
Miles Cents 
I Ns Gino a6 5:06 00 Vow o SEES WA 0845s bao REG eI RNS NSaee ewe 3 
ee Er rr ee ee ee ee ere er en 4 
re er er rr er re 5 
150 and over 100....... SORES ROE Gea RW eee kab eE ee enor seen teat 6 
Se EN 5665.50. 5-0 CRN bat 0.HS SF eR Ose eOEEHEN ON ee eee wes 7 
PR ERTIIINS....../2/s ccrvcwonsuwsenisonneces Oe abou nese erat oNaw enon 8 
300 and over 250 ® 9 


400 and over 300 
500 and over 400 





PETROLEUM RATES 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 16190, Texas Co. vs. Abilene & Southern et al., on a find- 
ing that the complainant had not been subjected to undue preju- 
dice and disadvantage; and that the rates in issue had not been 


shown to be in violation of the interstate commerce act. The 
complaint, Smith said, alleged violation of the first three sec- 
tions by the maintenance of rates on petroleum and its products, 
from western and mid-continent points of origin, to Port Arthur 
and Port Neches, Tex., on domestic traffic on a higher level 
than the rates on similar traffic for export or coastwise traffic; 
and in that the rates for export through Port Arthur and Port 
Neches were higher than those applying through Texas City. 

Complainant claimed, Smith said, that it was subjected to 
undue prejudice because the refiner in the interior, as dis- 
tinguished from the refiner at the ports, could ship by rail, re- 
fined or crude petroleum to Port Arthur, for export, at a rate of 
22 cents, whereas on crude oil brought by rail to the com- 
plainant at the same place, for refining and exportation, the 
rate as 45.5 cents. Smith said that that statement, however, 
was in error, for the tariffs showed the rate on crude to be 26.5 
cents. 
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“Here we encounter,” said Smith, “the old contention con- 
cerning the impropriety of export rates, proportional rates, arbi- 
traries, rate divisions, and the like, which differ in amount or 
level from the amount or level of local or domestic rates from 
and to the same points. It cannot be said that complainant, 
by reason of its refineries located on the Gulf coast, at Port 
Arthur and elsewhere, which are mainly supplied with crude 
petroleum by pipe lines owned or controlled by it, has no in- 
terest in such rates either in law or in fact; for the statute 
gives it an interest regardless of direct damage, and, as a mat- 
ter of fact, complainant during the years 1922 and 1923 shipped 
from Tulsa, Okla., to Port Arthur for export 512 carloads of 
refined products and, during the same period, 556 carloads of 
compression gasoline for further manufacture and reshipment. 
The shipments for export paid the export rate and those con- 
signed to Port Arthur, locally, paid the local rate, which was 
much higher. It is this rate adjustment which is brought in 
issue. Thereafter the rate on compression or casinghead gaso- 
line, was made 27.5 cents.” 

Smith said that the low rates were made from points served 
by the Santa Fe system or by the Missouri-Kansas-Texas, which, 
he said, did not serve Port Arthur. He said that, but for the 
low rates, the traffic in the low-grade oils would move by pipe 
line of not at all. He said the rates made by carriers that 
did not serve the complainant, were made in competition with 
pipe line movement and that no other refiner was complaining 
about the rates made to meet pipe line competition, actual or 
threatened, He said the complainant itself was an owner, or 
controller of pipe lines. 


POTATO RATES IN FLORIDA 


In a proposed report, Attorney-Examiner W. A. Disque, in 
No. 20248, Kilgore Seed Co. vs. Seaboard Air Line, said the 
Commission should find that certain carload shipments of pota- 
toes, which originated at points in Minnesota, Wisconsin and 
Maine, consigned to Jacksonville, Fla., and which were reshipped 
to Plant City, Fla., moved in intrastate commerce south of Jack- 
sonville and were beyond the jurisdiction of the Commission. 
The complaint alleged the charges assessed were unlawful in 
that they were based on an interstate rate rather than on an 
intrastate rate. Complainant asked that the Commission find 
that the reshipments from Jacksonville were intrastate, beyond 
its jurisdiction and leaving the defendant no ground for charging 
anything other than the intrastate rate. 

The interstate rate, at the time of the movements involved, 
was 36.5 cents per 100 pounds. The intrastate rate was 37 
cents per sack, a sack weighing about 150 pounds. 

When the potatoes left the points of origin, Disque said, 
they were consigned to the complainants or others, the latter 
selling them to the complainants en route. All were ordered 
to the private siding of a warehouse company at Jacksonville, 
there inspected and moved to other points on instructions from 
the complainant, on new bills of lading. The freight bills to 
Jacksonville were paid before the employes of the warehouse 
company inspected the potatoes. A few sacks were usually 
taken out of each car and forwarded later, also to points in 
Florida. 

Disque said the complaint was a friendly proceeding for 
the determination of a long-standing controversy. In disposing 
of the case, he said it should be dismissed for reasons set forth 
in the following: 


When the original shipments were made and when ordered to the 
warehouse company’s siding, complainants did not intend that they 
should: come to rest there, but expected to furnish reshipping direc- 
tions for the movement to some destination in Florida, not yet 
definitely determined, as soon as they received the warehouse com- 
pany’s report on the inspection. Although most of complainants’ po- 
tatoes originally consigned to Jacksonville ultimately go to Plant 
City, some are forwarded to other points. 

Defendant contends that as complainants never intended that the 
potatoes should come to rest at Jacksonville, but expected to reship 
them to some point beyond, the initial interstate character of the 
shipments continued until they reached Plant City. But as there was 
no certainty as to the ultimate destination until after the original 
contract of carriage had been executed, there is no ground in law 
for this contention. Texas & N. O. R. R. Co. vs. Sabine Tram Co., 
227 U. S., 111, mentioned by defendant, affords it no support. In the 
light of Atlantic Coast Line R. R. Co. vs. Standard Oil Co. of Ky. 
(decided by the Supreme Court November 28, 1927) and the cases 
there cited, the reshipments from Jacksonville were plainly intrastate 
and beyond the jurisdiction of this Commission. 


MARBLE NOT OVERCHARGED 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 19865, Turner Marble & Granite Co. vs. Atlantic 
Coast Line et al., on a finding that the rates charged on several 
carloads of rough sawed marble shipped from points in Ten- 
nessee and Georgia to Tampa, Fla., did not result in over- 
charges, as alleged. Full combinations, Disque said, were im- 
posed. Two separate issues, he said, were presented, one re- 
lating to the factor charged south of Jacksonville, Fla., and 
the other as to the defendants’ failure to make a 2.5-cent de- 
duction ‘from the combination rate. The tariff naming the 
through rates, the examiner said, provided for such a reduction 
on a few commoditiess, such as stone, building or monumental, 
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but that there was no showing that the marble shipped wag 
either building or monumental. 





WROUGHT PIPE RATE 


Examiner Albert A. Mattson has recommended the dis, 
missal of No. 20088, South Chester Tube Co. vs. Santa Fe et gj 
on a finding that the rate on wrought pipe, iron or steel, car. 
loads, from Chester, Pa., to Spearman, Tex., in 1926, was not 
unreasonable. 


FRUIT AND VEGETABLE RATES 

Attorney-Examiner W. A. Disque, in No. 19850, Meridian 
(Miss.) Traffic Bureau vs. Columbus & Greenville et al., saiq 
the Commission should find unduly prejudicial but not unreagop. 
able, the rates on domestic fruits and vegetables, carloads anq 
less-than-carloads, from New Orleans, La., and Mobile, Ala., to 
Meridian, Miss., to the extent the carload rates exceed those 
to Hattiesburg, Miss., by more than 8 cents per 100 pounds, ang 
the less-than-carload rates to the extent they exceed those to 
Hattiesburg by more than 13 cents. 

Complainant, Disque said, was interested mainly in obtain. 
ing less-than-carload rates that would compare favorably with 
those to Hattiesburg, distance considered. He said that ap. 
parently most of the traffic at Meridian came in by express, 
Complainant understood that the traffic received at Hattiesburg 
came by freight and that it was distributed in the surrounding 
country in competition with that received at and later shipped 
out of Meridian, hence the question of the relationship in rates 
to the two Mississippi points. ° 


HARD COAL RATES TO ELMIRA 


Examiner Bronson Jewell has recommended the dismissal] 
of No. 17607, John A. Fiero and Frank A. Monin, trading as 
Fiero & Monin vs. Pennsylvania, on a finding that the rates 
on anthracite from points in the Lehigh, Schuylkill, Wyoming, 
Pottsville, Shamokin, Lykens, and Bernice districts in Pennsyl- 
vania to Elmira, and other named stations in New York, are 
not unreasonable or unduly prejudicial. The report also covers 
No. 19615, George T. Thompson et al. vs. Buffalo, Rochester & 
Pittsburgh et al. 

The complaints alleged the rates to the complainants’ yards 
at Elmira and other points were unreasonable, unduly prefer- 
ential of their competitors and in violation of the long and 
short haul part of the fourth section. The complainants, the 
examiner said, asked for the establishment of through routes 
over the lines of defendants other than the Pennsylvania to 
Elmira and thence by Pennsylvania to other points. The ex- 
aminer said that the evidence was not clear that the rates 
assailed, of $2.65, over the Pennsylvania, were excessive when 
consideration was given to the extensive grouping of the terri- 
tory of origin and destination and the circuity of the route to 
Elmira. He said that whether or not the defendants were 

‘ justified in maintaining for the much shorter distances from 
the Shamokin district the same rates as applied from the entire 
anthracite field was questionable. But from the evidence, he 
said, it was not possible to determine definitely the exact situ- 
ation or to prescribe a difference in rates which would correctly 
reflect that geographical factor. 

He said the Pennsylvania should investigate this adjustment 
with a view to correcting promptly any inequalities that might 
be discovered. He said that in prior decisions, and particularly 
Chapel vs. Pennsylvania, 92 I. C. C. 662, the measure of the 
rates had been considered and approved. He said that grant of 
the request for through routes would cause the Pennsylvania 
to be short-hauled. 


- RATES ON PIG LEAD 


In No. 19882, A. Marx & Sons, Inc., vs. Yazoo & Mississippi 
Valley et al., Examiner John Davey has recommended that the 
Commission find that the applicable rate assailed on pig lead 
from North Baton Rouge, La., to Atlanta, Ga., was, is and for 
the future will be unreasonable to the extent that it exceeded, 
exceeds or may-exceed 59 cents, and that reparation be awarded. 
A sixth class rate of 65 cents was charged on four shipments 
made in January, 1927. The Standard Oil Company of Louis- 
iana asked leave and was granted permission to intervene in 
behalf of complainant. The examiner said one shipment made 
October 29, 1924, in I. C. car No. 341201, was barred by the 
statute in so far as unreasonableness was concerned. Charges 
on that shipment were collected at a rate of 38 cents but suit 
is pending against complainant for recovery to the basis of 65 
cents. 

The examiner said the commodity under consideration con- 
sisted of bars or blocks of lead weighing about 40 pounds each, 
made by melting old lead tank linings and pouring into molds, 
the surface dross being removed in that process. Each ship- 
ment was billed as scrap lead but after inspection defendants 
changed the description to pig lead. The examiner said the 
governing southern classification named a sixth-class rating on 
lead in bar, block, ingot, pig, slab, or scrap form, loose or in 
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ackages, Minimum 36,600 pounds. On July 3, 1924, a com- 
modity rate of 38 cents, minimum 30,000 pounds, was estab- 
lished from Baton Rouge to Atlanta on certain scrap metals, in- 
cluding scrap lead. Reparation was sought to the basis of 38 

8. 
aay and intervener, said the examiner, insisted 
that the shipments consisted of scrap lead, contending that the 
term pig lead could not properly be applied to any but virgin 
jead run into pig form at the smelting furnace. The examiner 
said that that was contrary to testimony given in previous 
cases dealing with pig lead. 

In Tennessee Copper Company vs. S. Ry. Co. 41 I. C. C. 
996, said the examiner, the statement was made at page 352 that 
“pig lead is produced by resmelting old or scrap lead.” He 
said nothing appeared in the present case that would warrant 
a different finding than that the melting of this scrap material 
into small bars or pigs of practically uniform size constituted 
a conversion into pig lead. He said that in No. 18877, A. Marx 
& Sons, Inc., vs. Louisiana Ry. & Nav. Co. et al., recently de- 
cided, the same matters were presented as were here in issue 
and that the Commission found in that case that the com- 
modity was pig lead, that the rate charged was unreasonable 
to the extent it exceeded 59 cents and awarded reparation on 
past shipments. He said the rates assailed in the instant case 
were equally as excessive. 


EMPTY TIN CAN CHARGES 


Examiner F. D. Binkley has recommended the dismissal of 
No. 20018, C. H. Musselman Company vs. Pennsylvania et al., 
on a finding that the charges collected and the minimum 
weights provided in connection with rates on empty tin cans, 
No. 10, from Baltimore, Md., to Gardners and Biglerville, Pa., 
and Inwood, W. Va., are not unreasonable or unduly prejudicial. 


AUTOMOBILE DEMURRAGE CHARGES 


Examiner Kenneth J. McAuliffe has proposed the dismissal 
of No. 19689, Sengel Motor Company vs. Kansas City Southern, 
and two sub-numbers, Same vs. Midland Valley and Same vs. 
Fort Smith & Western, on a finiding that the demurrage charges 
on designated carload shipments of passenger automobiles mov- 
ing under order-notify bills of lading from Lansing, Mich., te 
Fort Smith & Western, on a finding that the demurrage charges 





WALNUT LOG RATES 


Examiner J. H. Smith has recommended the dismissal of 
No. 20045, Pickrel Walnut Company vs. Burlington, on a finding 
that the rates charged on walnut logs, carloads, from Woodhull, 
Altona, Maquon, Sepo, Arenzville, and Wrights, Ill., to St. Louis, 
in 1924 and 1925, were applicable. 


RATES ON OVERALLS 


An order of dismissal has been recommended by Examiner 
Horace W. Johnson in No. 19834, Terre Haute (Ind.) Chamber 
of Commerce vs. Ahnapee & Western et al., on a finding that 
the rates on overalls, overshirts, duck coats, and men’s work 
clothes, any quantity, from Terre Haute, Ind., to Chicago, III, 
and Milwaukee, Wis., are not unreasonable or unduly prejudicial. 


LIME CASE DISMISSAL PROPOSED 


Examiner J. H. Smith has proposed the dismissal of No. 
20085, Ladd Lime and Stone Company vs. Seaboard Air Line 
et al, on a finding that the rates on lime, from Ladds, Ga., to 
Guntersville, Ala., are not unreasonable or otherwise unlawful. 


MEAT RATE UNREASONABLE 


In a report on further hearing in No. 15198, Powers-Begg 
Co. vs. Wabash, Examiner Philip S. Peyser said the Commission 
should modify the original findings, made in 122 I. C. C. 476; 
and now say that the rate on fresh meats, in mixed carloads 
with packing house products, from Jacksonville, Ill., to Detroit, 
Mich., between August 28, 1920, and November 5, 1920, was un- 
reasonable to the extent it exceeded 52.5 cents and award 
reparation to that basis. In the original report the Commission 
Said the rate was unduly prejudicial to the complainant and 
unduly preferential of its competitors at St. Louis, Mo., to the 
extent it exceeded the rate from St. Louis to Detroit. It further 
said that the rate was not unreasonable and denied reparation. 


RATE ON GRANITE MONUMENTS 


In a proposed report on further hearing in No. 15341, C. F. 
Carpenter vs. Central Vermont et al., Examiner R. J. Olentine 
has recommended that the finding in the original report, 93 I. 
C. C. 309, that the rate charged on a carload of granite monu- 
ments from Northfield, Vt., to Anderson, Ind., was inapplicable, 
be reversed, and that the complaint be dismissed. The examiner 
said the principal question was whether the fifth class rate that 
was charged, or a lower commodity rate the application of which 
was dependent upon actual value declared by the shipper, was 
applicable. He said the commodity rate claimed to have been 
applicable was an actual value rate and that it did not apply on 
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granite that had a value of more than $2.25 per 100 pounds. He 
said the granite considered had a value more than $2.25 per 
100 pounds. 


BITUMINOUS COAL SCREENINGS 


An award of reparation has been recommended by Examiner 
J. H. Smith in a proposed report in No. 19900, Thompson Yards, 
Inc. vs. Great Northern et al., on a finding that a rate of $4.56 
charged on 5 carloads of bituminous coal screenings from Zeig- 
ler, Ill., to Sioux Falls, S. D., between October 17 and December 
6, 1923, was applicable but unreasonable to the extent that it 
exceeded $3.85. 


RATE ON IRON TANK MATERIAL 


Examiner Lewis L. Prout has recommended an award of 
reparation in No. 20094, Simms Oil Co. vs. Houston & Texas 
Central et al., on a finding that the applicable commodity rate of 
76 cents, minimum 36,000 pounds, charged on a carload of iron 
tank material from Mexia, Tex., to Eldorado, Ark., shipped 
January 20, 1926, was unreasonable to the extent it exceeded 53 
cents, minimum 40,000 pounds. The examiner said that since the 
basis herein found reasonable was prescribed in Prairie Pipe 
Line Co. vs. A. W., 132 I. C. C. 56, no order for the future should 
be entered. 


RATE ON GRAVEL 


In a proposed report in No. 20063, Hardaway Contracting 
Co. vs. Seaboard Air Line et al., Examiner A. J. Sullivan has 
recommended that the Commission find that the rate on gravel 
from Montgomery, Ala., to Norfleet, Fla., was, is and for the 
future will be unreasonable to the extent that it exceeded, ex- 
ceeds or may exceed $1.76, and that reparation be awarded. 
Charges on the shipments involved were collected at the ap- 
plicable commodity rate of $1.89 applied to the actual weight 
if loaded to full visible capacity, and to 90 per cent of the 
marked capacity if not so loaded. 


RATES ON OIL-WELL SUPPLIES 


In No. 20093, Simms Oil Co. vs. St. Louis-San Francisco et 
al., Examiner Lewis L. Prout has recommended that the Com- 
mission find unreasonable rates on oil-well supplies, carolads, 
from Lufkin, Tex., to Smackover, Ark., and Morris, Okla., and 
from Norphlet, Ark., to Mexia, Tex., to the extent they exceeded 
the rates shown in Column 45 of Appendix 13 of the Consolidated 
Southwestern Cases, 123 I. C. C. 203, by application to that col- 
umn of the Column 100, or first-class rates, prescribed therein 
for the total distances from origins to destinations based on the 
shortest route over which carload traffic could be moved without 
transfer of lading, and award reparation. The examiner said 
no order for the future was necessary because of rates pre- 
scribed in the Consolidated cases. 


RATE ON CAST IRON PIPE 


Examiner Paul A. Colvin, in No. 20173, City of Roswell, N. 
M., vs. Santa Fe et al., has recommended that the Commission 
find that a combination rate of $19.95 per net ton charged on 
31 carloads of cast iron pipe from Birmingham and Bessemer, 
Ala., to Roswell, N. M., was unreasonable to the extent that it 
exceeded $16.80, and that reparation be awarded. The examiner 
said that because of the decision in the Consolidated South- 
western Cases, 123 I. C. C. 203, no order for the future should 
be made. He said that when the rates prescribed in the Con- 
solidated cases became effective the rates to points used by com- 
plainant in its comparisons would be more nearly on a level, 
distance considered, with the rate under attack. 


WROUGHT PIPE RATES 


Application of rates prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203, to wrought iron and steel pipe, fittings, 
and connections, carloads, from points in Ohio and Pennsylvania 
to destinations in Oklahoma has has been proposed by Examiner 
W. M. Carney in No. 17690, Oklahoma Natural Gas Co. et al. vs. 
Santa Fe et al. He said the Commission should find the exitsing 
rates unreasonable to the extent they exceeded the rates pre- 
scribed in column No. 32 1-2, minima and differentials, wherever 
applicable, from and to the same points, to be applied as recited 
in the report in that case, as shown in an appendix to this report. 
The finding of unreasonableness, he said, should not go to the 
rates in effect prior to November 27, 1923. He said reparation 
should be awarded. 

Carney said that in the Southwestern Cases, Youngstown, 
Ohio, was given the same rates as Pittsburgh, Pa. The findings 
recommended by him, he said, were in accordance with those 
in that case but that they were in that respect without prejudice 
to any conclusions that might hereafter be adopted as to the 
proper relationship of rates from Pittsburgh and Youngstown. 
He said that inasmuch as the rates herein recommended had 
been required to be established in the case he used as con- 
trolling his report, no order for the future was necessary in this 
case. 
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Complainants, Carney said, sought the extension, to Okla- 
homa, of the 9702 or Memphis-Southwestern scale, 77 I. C. C. 
473. 

In Prairie Pipe Line Co. vs. A. W., 132, I. C. C. 56, Carney 
pointed out, the Commision said rates on iron and steel pipe in 
the southwest were upon an unsatisfactory basis but that the 
railroads had been given an ample opportunity to adjust them 
since the Memphis-Southwestern Case. In the Prairie Pipe Line 
case, the Commission awarded reparation on all shipments which 
had moved since November 27, 1923. Carney recommended fol- 
lowing that precedent as to the finding of unreasonableness in 
this case. 


COTTON RATES INAPPLICABLE 


Applying the principle stated in the Sligo Iron Store case, 
62 I. C. C. 643, and 73 I. C. C. 551, as controlling, Examiner H. 
L. Main, in No. 20037, Raleigh Savings Bank & Trust Co., 
trustees for Austin-Stephenson Co., vs. Atlantic Coast Line et al., 
has recommended that the Commission find inapplicable the 
rates charged on cotton, shipped from Four Oaks and Smith- 
field, N. C., to Greenville, S. C., in 1924 and 1925, and award 
reparation. He said the Commission should find that the ap- 
plicable rates were 67.5 cents from Four Oaks and 62 cents 
from Smithfield. He said the fact, emphasized by the defen- 
dants, that the rates in issue had been reduced subsequent to 
the increase granted by General Order No. 28, did not affect the 
principle laid down in the Sligo case. 


EXAMINER NAMES AMOUNTS DUE, 


In a report written by Attorney-Examiner John McChord 
in No. 11040, Boston Wool Trade Association vs. Director-Gen- 
eral, as agent, Boston & Albany et al., definite amounts of 
reparation to be paid by the railroads and the Director-General 
are set down as being due in accordance with the previous 
report, 89 I. C. C. 589, awarding reparation to the J. L. Kelso 
Co. on carload shipments of miscellaneous commodities delivered 
on the tracks of the Union Freight Railroad Co. in Boston, 
Mass., before and in the period of federal control. McChord 
said the Commission should overrule objections made by the 
railroads, other than the Union Freight, and the Director-Gen- 
eral. The largest sum in the report is $6,638 awarded against 
A. W. Mellon, the director-general, on which interest is to be 
paid on and after July 9, 1920. In the original report, 69 I. C. C. 
282, the Commission found the charges made for such deliveries 
unreasonable. In the further report, 89 I. C. C. 589, the Com- 
mission ordered the submission of Rule V statements. This 
last hearing was made necessary by the refusal of the defend- 
ants to certify to the Rule V statements. 


OPERATION CONDITIONALLY AUTHORIZED 


Examiner Thomas F. Sullivan, in a report in finance No. 
6466, operation of line by Union Railroad of Oregon, has recom- 
mended that the Commission find that the present and future 
public convenience and necessity require the operation by the 
Union Railroad of Oregon of a line of railroad between Union 
Junction and Union, Union county, Ore., a distance of 2. 1 miles. 
Owing to litigation over the title to the property he said that 
issuance of the certificate should be withheld pending the dis- 
position of the judicial proceedings involving title to the prop- 
erty.. The property was or is owned, Sullivan said, by the 
Central Railroad of Oregon. The Union claims it by virtue of 
a sale for taxes. The Central objected to all the proceedings, 
on account of the litigation. 


ASKS TO EXTEND SERVICE 


The Manufacturers’ Railway Co. of St. Louis, in finance No. 
6771, has asked for authority to extend service over tracks the 
city of St. Louis has arranged to build to the St. Louis end of 
the municipal bridge, an enterprise undertaken before the world 
war, but which, since then, has not been diligently prosecuted. 
Recently, however, the city has made arrangements to complete 
the trackage layout to the St. Louis or southern approach to 
the bridge, involving the construction of about 4.4 miles of track. 

It is the plan of the Manufacturers’ Railway to use tracks 
built by the St. Louis Transfer Railway Company, owned by 
St. Louis, the existing facilities of which are operated by the 
Terminal Railroad Association of St. Louis, so as to connect 
with the Alton & Southern on the Illinois side of the Missis- 
sippi and thereby afford a second crossing of the Mississippi 
by means of which it is figured that the transfer of existing 
traffic and traffic to be created will be expedited. The applicant 
says the municipal bridge and the eastern approach thereto are 
now available to it and other carriers for joint use. 

The application says no new financing is contemplated or 
will be required. In answer to the formal question contained 
in the Commission’s questionnaire prepared for the guidance 
of applicants, such as the Manufacturers, the applicant says 
permission is not desired to retain excess earnings. 

Another question in that questionnaire is as to relations to 
other corporations. The answer of the applicant to that is that 
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the Manufacturers and the St. Louis & O’Fallon “are owneg » 
the same interests, are under common control and managemen} 
and are commonly operated.” : 

The applicant asserted that one of the primary Purposes 
actuatinng the municipal authorities of St. Louis and its peopje 
in authorizing the construction of the southern approach to the 
municipal bridge the construction of the southern or ¢ 
Louis approach was to enable the Manufacturers, among other 
carriers, to use the bridge and thus establish competition in 
trans-Mississippi traffic movement in the St. Louis-East gy 
Louis terminals. ; 


“Its use by the Manufacturers’ Railway and other carriers 
will facilitate efficient railroad operation, expedite greatly the 
movement of traffic and result in transportation economies of 
major importance,” says the application, “and it will add enor. 
mously to the available yard room for switching operations jp 
the St. Louis terminal district.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6726, authorizing the Virginian 
Ry. Co. to procure the authentication and delivery of $1,948,500 of 
first-mortgage 5 per cent 50-year gold bonds, approved. 

Report and order in F. D. No. 6711, authorizing the Missourj 
Pacific R. R. Co., the Texas & Pacific Ry. Co., the Kansas City 
Southern Ry. Co., Texarkana & Fort Smith R. R. Co., St. Louis South- 
western Ry. Co., and St. Louis Southwestern Ry. Co. of Texas, to 
assume obligation and liability in respect of $1,500,000 of Texarkana 
Union Station trust certificates, series A, to be issued by the Guar- 
anty_ Trust Company of New York under a trust indenture to be 
dated as of December 1, 1927, said certificates to be sold at not less 
than their principal amount and accrued interest, conditions pre- 
scribed, approved. 


FINANCE APPLICATIONS 


Finance No. 6767. Joint petition of Northwestern Bell Telephone 
Co., the Mountain States Telephone & Telegraph Co., and Golden 
Valley Telephone Co., for approval of purchase of property of Golden 
— in North Dakota and Montana by the other two com- 
panies. 

Finance No. 6768. Seaboard Air Line asks authority to abandon 
its Silver Springs branch in Marion county, Fla., embracing approxi- 
mately 2 miles of track. 

Finance No. 6783. The Texas & New Orleans and Morgan's 
Louisiana & Texas Railroad & Steamship Co. ask permission to ex- 
tend their operations into and in connection with certain industries 
situated on the east bank of Bayou Lafourche, in the parish of 
Lafourche, La. The total number of miles of main track proposed to 
be constructed or purchased is 3.05 miles. 

Finance No. 6781. Sacramento Northern asks authority to con- 
struct a line of railroad connecting its Suisun branch with tracks of 
the Petaluma & Santa Rosa Railroad Co., at Petaluma, Calif., a dis- 
tance of approximately 36 miles. 

Finance No. 6782. New York Central asks authority to use in its 
freight service the Sunbury Railroad at Rochester, N. Y. 

Finance No. 6774. Spokane, Coeur D’Alene & Palouse asks au- 
thority to abandon two short lines of track in Spokane county, Wash., 
less than 3 miles long. 

Finance No. 6772. High Point, Thomasville & Denton asks au- 
thority to extend and operate a line from High Point to Winston- 
Salem, N. C., a distance of approximately 20 miles. Applicant said 
the distance between the two points now by railroad was 70 miles. 

Finance No. 6773. Buffalo, Rochester & Pittsburgh asks au- 
thority to use the Subway Railroad in Rochester, N. Y., in applicant’s 
freight service. , 

Finance No. 6784. Lehigh Valley asks authority to use in its 
freight service the Subway Railroad at Rochester, N. Y. . 

Finance No. 6785. Terminal Railroad Association of St. Louis 
asks authority to execute in behalf of association an agreement with 
the Chicago & Eastern Illinois for admission of latter company as a 
member of the association, and for authority to issue shares of capital 
stock to the C. & E. I. 


RAILWAY CAR MATERIAL 


Technical distinctions as to differences, or the contrary, in 
the chemical constituents of steel used in railway car construction 
as against that used for the manufacture of agricultural imple- 
ments and for other purposes was the pivotal point at the hear- 
ing in I. and S. 3061 and first supplemental order, railway car 
material between points in Illinois Classification territory, held 
at Chicago before Examiner Bardwell March 5, 6, and 7. 

The rates under suspension were published for application 
to car material (plates, shapes and bars) from Chicago to Bet- 
tendorf, Ia., Mt. Vernon, IIl., and points in the St. Louis switch- 
ing district. The present rate. to St. Louis is 17% cents and 
to Bettendorf, 151%, cents. The suspended rates are 22 and 17 
cents, respectively. According to the testimony, the suspended 
rates were published because of charges that the existing rates 
were in violation of the law in that they restricted the use to 
which the articles were to be put. The point of dispute was 
as to whether the articles shipped under the car material item 
were in any way different from bars, plates, and shapes, as 
contained in the iron and steel list. The suspended rates are 
those applicable to the iron and steel list. 

The position of the carriers at the hearing was that the 
articles used by the car manufacturers were not the list articles 
—that they were manufactured in response to special orders, 
providing specifications with reference to carbon, sulphur, man- 
ganese, and other chemical constituents, and not at all the same 
as the articles used by manufacturers of implements. The lower 
rate now applying to the car material provides for the applica- 
tion of a minimum weight of 80,000 pounds, as against the 
minimum of 36,000 pounds applying to the list articles. The 
carrier witnesses took the position that, if the Commission found 
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the car material articles did not differ from the list articles, the 
rates applicable to the latter should be allowed and the sus- 
ension vacated, but, in the event a difference was found, they 
did not object to keeping the car material rates on a basis 
jower than that applicable to the list articles for the purpose 
of maintaining the existing competitive situation between the 
manufacurers. 

Cc. W. Calligan, chairman of the Illinois Freight Association, 
y. D. Fort, assistant traffic manager, Illinois Central, and W. E. 
Mattox, assistant general freight agent, C. I. & L., testified for 
the railroads. 

A. D. Seelig and Edward Campbell, of the American Car 
Foundry Company, St. Louis, R. K. Weber, T. A. Colliston, and 
w. M. Bushnell, of the Mt. Vernon Car Company, George M. 
Cummins, Davenport Chamber of Commerce, and Frank God- 
dard, of the Bettendorf Car Manufacturing Company, protest- 
ants, contended that there was a substantial difference between 
the articles used by the car manufacturers and the list articles 
of the same external physical characteristics, and that the 
lower rate and higher minimum should apply. 

A. R. Ebi, general traffic manager, Deere and Company, 
Moline, Ill, also a protestant, held that his company made no 
specification on its orders that would preclude its use of the 
articles shipped under the car material rates and that, though 
he considered the existence of one rate on car material and 
another on the same articles in the iron and steel list illegal, 
the lower rate should be made available to all users of bars, 
plates, and shapes under the 80,000-pound minimum—that the 
suspended rates should not be allowed. 

The following witnesses, representing competing car manu- 
facturers at Chicago and Hammond, Ind., supported the carriers 
in their defense of the suspended rates: Thomas F. Dooley, 
traffic manager, Pressed Steel Car Company; Allan M. Cordell, 
Standard Steel Car Company; J. S. Coleman, Pressed Steel Car 
Company. They contended that their companies paid rates 
on the general iron and steel basis and that the lower car ma- 
terial rates were unjustly discriminatory. 

A fifth class of testimony was introduced by Robert C. 
Ross, general traffic manager, Joseph T. Ryerson and Son; Rob- 
ert Hula, traffic manager, Clayton Mark and Company; and W. 
J. Hammond, traffic manager, Inland Steel Company—Chicago 
jobbers and producers of iron and steel. Their testimony had 
to do with the effect on the rate structure applicable to iron 
and steel if lower rates were allowed on bars, plates, and shapes 
than applied to iron and steel generally. They held that there 
was no serious objection to the lower rates on the material 
used by the car manufacturers, but opposed the extension of 
that basis to other users of the articles. 


CEMENT INVESTIGATION 
The Traffic World Washington Bureau 


The Western Trunk Line Committee has asked the Com- 
mission to broaden its investigation, No. 20303, interstate rates 
on cement in carloads, so as to include the entire cement rate 
scale. The Commission’s order instituting the inquiry is lim- 
ited to rates for hauls of 80 miles or less in the territory wherein 
the so-called 8182 basis of cement rates or rates related thereto 
which include Western Trunk Line territory apply. 

“It would appear that if there be any readjustment of rates 
on this commodity, pursuant to said investigation, under the 
issues defined by the order, says the petition, “such readjust- 
ment would take the form only of a reduction in rates within 
the 80-mile block. This, in your petitioners’ opinion, would 
subject the carriers to a serious injustice and would be very 
hurtful to their revenues, since there is a large tonnage moving 
for distances less than 80 miles.” 

E. B. Boyd, chairman of the Western Trunk Line Committee, 
recited the history of cement rates on short hauls from General 
Order No. 28 onward to show that any readjustment would have 
to be a reduction. He said that the petitioners were operating 
and for some years had operated on an inadequate rate basis, 
— ey a the Commission in Revenues in Western District, 

“These carriers cannot afford to receive less revenue in the 
future than they are receiving today from the cement traffic,” 
Says the petition. “On the contrary, they should receive more. 
Since the end of the federal control, the earnings of your peti- 
tioners, individually. or collectively, have not even approached 
the 5% per cent contemplated by section 15-a of the act. Their 
earnings are now showing a diminishing tendency, since their 
earnings in 1927 were materially less than in 1926. Subse- 
quent to January 1, 1926, the western railroads have been re- 
quired to grant wage increases to the extent of $23,011,804 an- 
nually, which does not include the sum of $4,000,000 annually, 
awarded locomotive firemen, which is now in litigation before 
the federal courts. These carriers furthermore are confronted 
with demands for additional wage increases amounting to more 
— $32,000,000 per year for train and engine employes’ service 

one.” 
_ In addition to asking for enlargement of the scope of the 
investigation, the western lines ask for the postponement, pend- 
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ing consideration of this petition, of the hearing now set for 
March 29, at Chicago, Ill. 


The Commission, in No. 20303, has 
notice to all parties in interest: 

The question of whether the investigation of the Commission 
in the above-entitled proceeding includes the rates on cement, im- 
ported, through the ports of Louisiana, Texas and other states in- 
cluded within the territory under investigation having been _ raised, 
this is to advise all parties of interest that this investigation does in- 
clude the rates on import cement for all hauls of 80 miles and less 
within the territory covered by such investigation. 


BARGE LINE DIVISIONS 
' The Traffic World Washington Bureau 


The question of divisions of joint rates between the federal 
barge line on the one hand and its rail connections on the other, 
on traffic interchanged between them at Birmingham or Birming- 
port, Ala., was argued before the entire Commission in No. 
11892, United States War Department, Inland Waterways, Mis- 
sissippi-Warrior Service vs. A. & S. et al.; No. 11893, Same vs. 
Same; and No. 13290, Secretary of War, operating the Missis- 
sippi-Warrior Service vs. A. & R. et al., by Luther M. Walter 
for the barge line and William Burger for the rail carriers, 
particularly the Louisville & Nashville. 

Mr. Walter said that the barge line presented the question 
what divisions there should be between it and the railroads, 
including among the latter the rail terminal of the barge line, 
formerly known as the Ensley Southern, whereby the govern- 
ment operation gets into Birmingham over a route controlled 
by it. When the Ensley Southern was acquired from the South- 
ern the barge line made a divisional agreement. The Louisville 
& Nashville objects, according to Mr. Burger’s argument, to 
the extension of that arrangement so as to include it. Mr. 
Burger said that as he understood the matter the divisional 
agreement was part of the bargain between the barge line and 
the Southern whereby the former took over the Ensley South- 
ern, the stock of which was owned by the Southern. The Ensley 
Southern, however, was operated by a receiver. 

Mr. Burger pointed out that under that divisional agree- 
ment, the barge line, if the arrangement were extended to the 
Louisville & Nashville, would be entitled to receive a division 
from the Louisville & Nashville, on L. C. L. and any-quantity 
class N commodities, greater than the amount of money the 
Louisville & Nashville was entitled to receive for hauling the 
traffic, after an allowance of 10 cents per 100 pounds to the 
Ensley Southern had been deducted. 

Mr. Walter said that that might be so in theory but that 
it was to be remembered that commodities of that sort did 
not move in L. C. L. quantities. Commissioner Eastman wanted 
to know if there were not any-quantity rates on commodities so 
rated. Mr. Walter said there probably were. 

“But whatever the amount,” said he, “it would be so small 
that you could put it into your eye and still see your friend 
across the street.” He added that the 10 cent deduction for 
the benefit of the Ensley Southern, provided for in the divisional 
arrangement between the barge line and the Southern, was one 
of the things that the Commission could consider in disposing 
of the question of divisions. 


issued the following 


RATES ON DAIRY PRODUCTS 


At the reconvened hearing this week in docket 17650, Na- 
tional Poultry, Butter and Egg Association and others against 
the A. & R. and others, at Chicago before Chief Examiner Butler 
March 5, the carriers defended the third class rates for appli- 
cation to the dairy products traffic. Hearing in the case was 
first held at Chicago beginning November 16 and continued to 
November 22, at which time the complainants closed their case 
and it was adjourned in response to statements from the car- 
rier representatives that they were not prepared to put in 
their evidence. (See Traffic World, November 19, page 1178, 
and November 26, page 1229.) 

Additional complainant testimony was introduced March 5 
and 6 by various interveners with reference to the payment and 
bearing of the freight charges and, also by the following: 
George Talley, Swift & Company; C. A. Ross, rate clerk, Ne- 
braska commission; F. S. Keiser, traffic commissioner, Duluth 
Chamber of Commerce, and Herman Mueller, St. Paul Asso- 
ciation of Business and Public Affairs. 

Mr. Talley introduced a cost study based on carrier fig- 
ures, introduced in the live stock part of docket 17000, dealing 
with the dairy products traffic. 

Statistics with reference to operating conditions in Ne- 
braska, economic testimony and other matters were dealt with 
by Mr. Ross with the double purpose of supporting the request 
for commodity rates lower than third class and combating por- 
tions of the testimony introduced by witnesses for the title 
complainant which would, if followed, result in the application 
of one scale of rates to the eastern part of Nebraska and a 
scale 12 per cent higher to the western part. He held that the 
state should be treated as a whole and not divided for rate 
making purposes. Figures introduced by him represented that 








the cost of handling traffic in the eastern portion of the state 
was 145 per cent higher a unit of traffic than in the western 
portion. The tonnage per person in the western part of the 
state, he said, was as great as in the eastern part. There were 
other figures purporting to show not only that operating and 
traffic conditions in the western part of the state compared 
favorably with those in the eastern part, but that railroad 
operations in that portion of Western Trunk Line territory west 
of the Missouri river were relatively economical as compared 
to operations east. He contended that the revenue per car 
mile produced by dairy products was greater than that produced 
by other commodities requiring refrigeration. In support of 
that, he said, poultry on the Union Pacific in 1924 produced 
43.27 cents a car mile, as against fresh vegetables, 15.99 cents, 
and fresh fruits, 20.4 cents. 

Mr. Keiser opposed the consolidation of docket 15823, Du- 
luth Chamber of Commerce case, with this proceeding, as re- 
quested by the complainant, and expressed himself as interested 
in the question of relationship more than the level of the rates. 
The issues involved in docket 15823, he said, should be settled 
on the record there presented. 

The following carrier witnesses had appeared at the close 
of March 8; R. C. Fyfe, chairman, Western Classification Com- 
mittee; F. F. Frye, general traveling agent, Western Weighing 
& Inspection Bureau; E. W. Vaughn, A. T. & S. F.; C. E. Valch, 
C. & N. W.; A. F. Cleveland, assistant freight traffic manager, 
C. & N. W.; O. T. Cull, general freight agent, C. M. St. P. & P., 
and H. P. Norden, assistant general freight agent, St. L. & 
Ss. BF. 

Mr. Cleveland declared that, considering the service re- 
ceived by the dairy products traffic, third class was a low basis 
to apply. He held that the freight rate was of little conse- 
quence in the sale price of the products involved, saying that it 
was less than the daily market fluctuations. He said the traffic 
not only received service that was a good deal superior to that 
accorded other classes of traffic, but that claims produced were 
much in excess of those on other commodities. The rates, as 
charged, from representative origin points in the territory from 
which they made on Mississippi River combinations, were from 
7 to 13% cents less than full Chicago combinations to such a 
destination as Pittsburgh, he said, though there was the ex- 
pensive interchange at Chicago between the east and west 
lines. The traffic might well pay a full combination on Chicago, 
he contended. 

Mr. Cull went into the history of commodity rates ap- 
plicable to the traffic from points in Minnesota and South Da- 
kota points, which, he said, were used by the complainant as a 
partial basis for the complaint. Those rates, he said, were a 
result of an improper adjustment of the class rates, which 
would be corrected in the western class rate case. “After the 
class rates are straightened out,” he said, “there will be no 
necessity for anything other than third class for application to 
the dairy products.” He particularly stressed the need of his 
road for additional revenue, contending that the rates under 
attack were not excessive when compared with those applicable 
to other traffic of a similar nature. 


OVERCHARGE ON SOAP 


Hearing in Docket 20336, James S. Kirk and Company 
against the C. C. C. & St. L., involving alleged overcharges on 
29 carloads of soap shipped from Chicago to Indianapolis, Ind., 
was held at Chicago before Examiner Disque March 3. 

According to the testimony of J. M. Wharry, of the Illinois 
Freight Audit Company, the rate charged was the fifth class 
rate of 25 cents a hundred pounds. It was his contention that 
a commodity rate of 201% cents, published to apply from Chi- 
cago to Peoria, Ill., was applicable under the intermediate 
clause of the tariff. 

R. D. Hunter, special agent, C. C. C. & St. L., said the fifth 
class rate was specifically published as applicable to the move- 
ment in question and that the item containing the commodity 
rate contended for “has always been subject to specific routing 
instructions which take precedence over any general instructions 
in the tariff.” He said the language of the tariff containing the 
commodity rate, stating that it would apply to or from points 
“directly intermediate,” clearly meant via direct routes and did 
not permit of interpreting the rate as applicable over greatly 
circuitous routes. The direct distance from Chicago to Peoria, 
he said, was 155 miles; the distance via Indianapolis, over which 
route the complainant contended the commodity rate was applic- 
able, was 406 miles. : 


CONSOLIDATED SOUTHWESTERN CASES 


The Industrial Alcohol Manufacturers’ Association, Inc., the 
Compressed Gas Manufacturers’ Association, Inc., the Chlorine 
Institute, Inc., and the Manufacturing Chemists’ Association of 
the United States have petitioned for leave to intervene, for 
reconsideration and for modification of findings and order, with 
respect to empty returned iron and steel drums and cylinders. 
Maintenance of the present one-half of fourth class rating on 
commodities specified is desired. 
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Fulton Bag & Cotton Mills petitions for reopening as ty 
the rates on burlap bags, bagging and cotton bale covering. 


RATE ON STOVE CASTINGS 


Hearing in docket 20311, George M. Clark and Company Dj. 
vision of American Stove Company against the C. C. C. & gt. 
L., was held before Examiner Disque at Chicago March 2. The 
case involves an alleged overcharge on 42 cars of stove castings 
shipped from Indianapolis, Ind., to the complainant at Harvey, 
Ill. 

The question involved is purely one of tariff interpretation, 
according to W. F. Coyne, of the Midwest Freight Traffic Service 
Bureau, representing the complainant. He testified that the 
rate collected was 17% cents a hundred pounds and contended 
for a rate of 13 cents. The 13-cent rate, which he contendeg 
was applicable, applied from Bloomington, IIl., to Chicago and 
was established in 1921. The 17%4-cent rate was established 
in 1923. He contended that the routing under the 13-cent rate 
was open via Indianapolis from Bloomington to Chicago and 
that, as Harvey was within the Chicago switching district, it 
was applicable. 

H. D. Norton, assistant purchasing agent of the complain. 
ant company, also testified. 

R. D. Hunter, special agent of the Big Four, contended that 
the 13-cent rate was not applicable over the routing described 
and, further, that Harvey was not shown as a destination on the 
Big Four. “In view of that,” he said, “it was absurd to contend 
the route was open.” The shipments were routed by the com- 
plainant via the Big Four to Kankakee, IIll., thence via the 
Illinois Central to Harvey, he said. 


RATE ON DREDGING MACHINERY 


At the hearing in docket 20270, Koehring Company against 
the A. C. L. and others, at Chicago, before Examiner Disque, 
March 2, it was the contention of W. C. Sauer, traffic director 
of the complainant company, that the applicable description 
of a drag line excavating machine, under Southern Classifica- 
tion, was “dredging machinery” and, as such, was entitled to 
class N rating, on movement beyond Jacksonville, Fla. 

According to the testimony, the case involved overcharges 
on two shipments of drag line machines from Milwaukee to 
Tampa, Fla., and one from Milwaukee to Nokomis, Fla. The 
shipments were billed as “power cranes” and, as such, took 
the fifth class rate of 31 cents to Cairo, Ill., the sixth class 
rate of 65 cents from Cairo to Jacksonville, Fla., and a rate 
of 38% cents from Jacksonville to Tampa—the sixth class rate. 
The sixth class rate from Jacksonville to Nokomis was 67% 
cents. The factor beyond Jacksonville was the only part of 
the rate attacked. The applicable tariff names the sixth class 
rate as applicable to power cranes, but provides for an excep- 
tion to the classification on dredging machinery. It further pro- 
vides for the class N rate on machinery, N. O. I. B. N. It was 
the complainant’s contention that the machines were properly 
dredging machinery, but that, in the event that was not estab- 
lished, they were entitled to class N rating as machinery, N. 0. 
I. B. N., drag lines not being specifically provided for in the 
tariff. “Power crane” was a misnomer, as applied to the articles 
shipped, it was contended. 

A. L. Hendren, commercial agent, Seaboard Air Line, con- 
tended that the shipment was properly charged for as billed 
and that the refinement in terminology was irrelevant. 


HOCH-SMITH GRAIN HEARING 


This week of the hearing in docket 17000, part 7, grain and 
grain products, at Chicago before Commissioner Meyer and 
Examiners Mackley and Hall, was taken up by witnesses rep- 
resenting interests at Toledo, Wichita, New Orleans, and Kan- 
sas City. Clyde Reed, representing Kansas farm organizations, 
was on the stand at the close of March 8. 

Two witnesses, in addition to one who appeared last week, 
testified in behalf of New Orleans, dealing principally with com- 
mercial details. Harry L. Daunoy, vice-president and chairman 
of the board of. Fox and Company, New Orleans exporters, said 
that, under the present adjustment, Galveston and Houston 
could get grain from Texas and Oklahoma, but little, if any, from 
Kansas and Nebraska. He contended that New Orleans was 
virtually shut out of Texas and Oklahoma. According to his 
testimony, the principal source of the grain from west of the 
Mississippi exported through New Orleans was Omaha, and that 
most of that came via the barge line from St. Louis, which, 
because of the time element and uncertain delivery, was unsat- 
isfactory. He said a four-cent reduction from Kansas City and 
Omaha would put the Gulf ports in line to compete with the 
north Atlantic ports and that the rates from Texas and Okla- 
homa should be equalized to all the Gulf ports. 

With reference to the commercial disabilities at the Gulf, as 
against the Atlantic ports, it was said that the foreign buyer 
would usually pay about 2 cents a hundred pounds higher at 
the north Atlantic ports because of the shorter time required 
for delivery and the consequent low risk of the grain going out 
of condition during the voyage or disadvantageous market fluc- 
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tuations. Sailing time from the Atlantic ports to Europe was 
said to average 7 or 8 days, as against 23 or 24 from the Gulf 
ports. Interest charges and insurance on the ocean voyage 
were other items listed as favorable to the Atlantic ports. 

Gg. P. Gaienne, manager of Langenberg Brothers Grain Com- 

any, New Orleans, gave additional testimony along the lines 
of that presented by Mr. Daunoy and corroborated his testimony. 

G. G. Moffitt, of Wichita, representing the Southern Kansas 
Millers’ Club, proposed a reduction from southern Kansas pro- 
ducing territory to the Texas ports of 5 cents and asked the 
elimination of transit at Kansas City on southern Kansas wheat 
for reshipment to the Gulf. Under his proposal, the export 
rates from representative points such as Wichita, Hutchinson 
and Dodge City, Kan., would be 3914, 40% and 41 cents, respec- 
tively. With reference to port equalization, he objected to any 
plan that would interfere with establishment of the lowest pos- 
sible rate from the southern Kansas producing territory to the 
nearest Texas port. The rates he suggested to the Texas ports, 
he said, were based on the so-called “12244 scale” and would 
relate the rates from the Kansas territory properly to those 
applying from the adjacent Oklahoma territory. He submitted 
a petition signed by the Southern Kansas Millers’ Club, Texas 
Industrial Traffic League, Fort Worth Grain and Cotton Ex- 
change, and the Wichita Board of Trade requesting that the 
Commission require the carriers in the western district to fur- 
nish for the record a list of all grain elevators owned or con- 
trolled by them in the western district, giving the individual 
investment values, rentals, and other facts with reference to 
their operation. Discussion of that, following his cross-exam- 
ination, seemed to indicate that the implication was that the 
carriers: unduly favored the Kansas City market, to the detri- 
ment of interior southwest interests by low rentals on elevators 
they had built there and leased to private operators. A. B. 
Enoch, general attorney for the Rock Island, declared the ques- 
tion presented could not properly be dealt with as a part of the 
grain rate investigation and did not believe the case should be 
prolonged to the extent that would result if the question were 
brought in. He said the carriers would want to bring in a large 
number of witnesses, in the event the petition were allowed, and 
that, if the matter was to be gone into, it should properly be a 
separate investigation. 

Walter R. Scott, of the Kansas City Board of Trade, fol- 
lowed Mr. Moffitt to introduce additional testimony to that he 
put in last week. He introduced a series of exhibits with ref- 
erence to operating conditions, rates and traffic in Kansas as 
compared to the surrounding territory and discussed, in par- 
ticular, scales the Commission had put in for application to the 
grain traffic in the southwest. He held that either the Okla- 
homa and Texas rates must be increased or the rates in the 
other territories adjusted with reference to them, if proper 
relationships were to be established. He was primarily con- 
cerned about relationship, he said, and only incidentally inter- 
ested in the level of the rates. He said he did not believe the 
carrier revenues could stand the losses that would result from 
equalizing the other territories with the extremely low basis 
in effect in the southwest as the result of the Commission’s de- 
cisions in dockets 12244, 13535, and others. 

“T don’t think anyone can look at the decisions of the Com- 
mission over the last few years without being impressed with 
the great reductions that have been made in the southwest,” 
he said. 

He introduced figures purporting to show that the exclu- 
sively southwestern carriers earned 2.8 per cent less revenue in 
1926 than in 1924, while the central west carriers showed an 
increase of 18.8 per cent. 

A plea for port equalization was made by F. A. Theis, Kan- 
sas City grain broker. He went into the broad economic ques- 
tions connected with the export movement, declaring that it was 
“very fortunate for the American farmer that the European 
buyer attaches no importance to the protein content of the 
grain he buys.” He said the export market afforded a sluice 
for all low-grade American wheat. Under the adjustment of 
the last few years, he said, the Kansas producer was shut out 
from access to the Gulf ports to work off his poor quality wheat, 
while a great deal of high-quality wheat was being shipped out 
from Oklahoma and Texas. In response to questions from Nuel 
D. Belnap, representing New Orleans interests, on cross-exam- 
ination, as to his reasons for considering port equalization of 
such paramount importance, he asserted that once grain reached 
the seaboard it could not be worked back into the domestic 
trade and must be disposed of as export grain. The result of 
congestion at a single market, which served as the only channel 
of outlet for the low-grade wheats to be disposed of from a 
given territory, he said, was disastrous not only to the export 
dealer, but extended all the way back to the producer. When 
the European buyer saw a surplus at the seaboard, his bids 
were lowered, he said, and as a result of that the exporter 
quit bidding the country or bid on a lower basis. 

Mr. Reed contended that “the first and most important con- 
sideration” involved in the export adjustment was the factor of 
international competition, and that that should be controlling. 
The export rates should not reflect reasonable rates, per se, 


THE TRAFFIC WORLD 593 


he said, but should be made to place the American farmer in 
a proper competitive relation with other exporters. In that 
connection he had a good deal to say about low Canadian rates 
and the disadvantage of the American farmer as against the 
Canadian farmer. Canada, he said, was the largest exporter of 
wheat, and it was the Canadian competition the American grain 
met in western Europe. 


HOCH-SMITH AND FISHERIES 


The Traffic World Washington Bureau 


Without a hearing, the Senate interstate commerce com- 
mittee permitted Senator Metcalf, of Rhode Island, to report 
favorably to the Senate the Metcalf resolution to amend the 
Hoch-Smith resolution so as to accord to the products of fish- 
eries the same treatment that is accorded to products of agri- 
culture and live stock under the resolution. 

“It is desired that the fisheries industry shall have the same 
favorable consideration as does agriculture and live stock,” said 
Senator Metcalf, in his report on the resolution. “When one 
realizes how great a business there is in fisheries, which, of 
course, comes from our long coast lines, it seems proper that 
the industry should have every assistance in the carrying out 
of their business.” 

No plans have been made for a hearing on Senator Glass’s 
bill for repeal of the Hoch-Smith resolution. 


HOCH-SMITH FURNITURE 


The Commission has announced the beginning of hearings in 
No. 17000, part 5, the Hoch-Smith furniture case, at Chicago, 
New Bismarck Hotel, May 1, at 10 o’clock a. m., before Com- 
missioner Lewis and Examiner Barclay. Assignments for fur- 
ther hearings at places other than Chicago will be made later, 
says the notice concerning the beginning at Chicago. As to 
the scope of the Chicago hearing, the Commission’s notice says: 


It is desired that the general case of the shippers and carriers, 
except for the Pacific Coast region, be put in at the above hearing, 
and that, as far as may be, only such evidence be reserved for sub- 
mission at hearings in the southwest and southeast, and in or for 
New England, as relates to intraterritorial or local matters—not gen- 
eral matters affecting the traffic at large. The scope of the investiga- 
tion will make it impracticable to accord any interest more than 
one opportunity to be heard on direct presentation. The final hear- 
ing, at Washington, will be for rebuttal, only, for which there has 
not been prior opportunity. 

Assignments for further hearings at other places than Chicago 
will be made later. 


The cases consolidated for hearing to constitute the Hoch- 
Smith inquiry are as follows: No. 18323, investigation of rates 
on furniture; No. 2828, metal furniture in Central Freight Asso- 
ciation territory; No. 18568, Heywood-Wakefield Co. et al. vs. 
Ann Arbor et al.; No. 18835, Grand Rapids Show Case Co. vs. 
Ann Arbor et al.; No. 19306, Heywood-Wakefield Co. et al. vs. 
Alabama & Vicksburg et al.; No. 19532, National School Equip- 
ment Co. et al. vs. Santa Fe et al.; and No. 20022, Mayer & 
Co. vs. Long Island et al. 


PEACH RATES FROM THE SOUTH 


The Trafic World Washington Bureau 


Declaring its belief that the Commission as a whole did not 
appreciate or understand that the effect of its decision would 
be to increase materially the revenue of the carriers on peaches 
moving from Georgia, the Georgia Peach Growers’ Exchange 
has asked for reargument and a setting aside of the Commis- 
sion’s order of February 14, in No. 16462, Georgia Peach Growers’ 
Exchange et al. vs. Alabama Great Southern et al., and the 
complaints joined with it. The complaining exchange in its 
petition for reargument estimated that the total increase in 
charges to Georgia would be $130,000, of which $45,090 would 
represent an increase in refrigeration rates. The peach grow- 
ers figured that a reduction in the number of packages to be 
placed in a car would result in an increase per package for 
refrigeration. They pointed out that peaches were sold by the 
package and not by the car. 

The Georgians emphasized their desire for reargument by 
having a delegation call on Commissioner McManamy, in whose 
office the case was handled, on the day the petition for reargu- 
ment was given to the public, but before it had reached the 
men who had studied the testimony and made up the framework 
of the Commission’s decision. The delegation was composed 
of Senators Harris and George; Representatives Crisp, Wright, 
Rutherford, and Brand; Eugene Talmadge, commissioner of 
agriculture; B. B. Cheek, rate expert of the state department 
of agriculture; Mr. Cromwell, for the Macon Chamber of Com- 
merce; and Messrs. Bewley, Matthews, and Duke for the com- 
plaining organization. 

The order of the Commission, the petition asserted, unlaw- 
fully and unjustly increased the rate burdens of the peach grow- 
ers of Georgia contrary to the law and the evidence. They said 
unfortunately for them, much time had elapsed since the hear- 
ings, the tentative opinion proposed by the examiner was inade- 
quate and erroneous and that the second examiner assigned to 
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the case, was not available to the Commission when the opinion 
was prepared. In the circumstances and in view of the great 
mass of the work the Commission was now called upon to do, 
the Georgians said it was not surpising that the Commission 
should have fallen into error in this case. 

Seemingly, the Georgians, in their petition, proceeded upon 
the assumption that because the number of packages per car 
had been reduced, so as to correspond, in part at least, with 
the increase in estimated weight, it would be necessary for 
them to reduce the number of packages in a car and thereby 
increase the charge per package. They said shippers could not 
afford to load in excess of the minimum prescribed because, in 
case of loss and damage, there would be great danger in the 
defense urged by the carriers that the car was overloaded and 
that such negligence on the part of the shipper barred any 
right of action against the carriers. 

“The effect of the decision,” says the petition, “is that dur- 
ing the approaching season the shipper must pay the same 
stated refrigeration charge per car for the refrigeration of 448 
crates in a standard car or 392 crates in a short car as he 
paid for the refrigeration of 476 crates; and he must pay the 
same stated refrigeration charge for the refrigeration of 351 
bushel baskets as he shall continue to do, and has done, for 
the refrigeration of 387 bushels.” 

Denying the allegation of the Commission that its decision 
was made in the light of the principle in the Hoch-Smith reso- 
lution, the Georgians said the effective date of the new rates 
should be postponed until the Commission had made a further 
study of the effect of its order and that thereafter the present 
decision should be modified so as actually to bring about a 
reduction as contemplated under the Hoch-Smith resolution. 
They said it was most unjust to decide one complaint which 
would afford the carriers more freight revenue and increase the 
refrigeration charges while deferring action upon the complaint 
of the shippers, attacking the refrigeration charges, which 
charges, they said, were notoriously unjust and unreasonable. 


SUPREME COURT ACTION 

The Supreme Court of the United States, March ‘5, denied 
a petition for a writ of certiorari to the Supreme Court of IIli- 
nois in No. 706, Marion & Eastern Railroad Co., petitioner, vs. 
Illinois Central Railroad Co. The Marion & Eastern, according 
to its petition, sued the Illinois Central in the circuit court of 
Williamson county, Illinois, for damages alleged to have been 
sustained through willful refusal, for the period January 1, 1922, 
to March 31, 1925, of the Illinois Central to allow petitioner a just 
and reasonable proportion of joint rates that had been fixed for 
the future, including the stated period, by the Illinois Commerce 
Commission for the intrastate transportation of coal in Illinois. 
The county court sustained a demurrer of the Illinois Central 
and this action was upheld by the Appellate Court of Illinois, 
Fourth District, and the Supreme Court of Illinois denied a 
petition for review on writ of certiorari. 

In No. 703, Knickerbocker Fuel Co., petitioner, vs. Andrew 
W. Mellon, director-general of railroads, as agent, the court de- 
nied a petition for a wit of certiorari to the United States Circuit 
Court of Appeals for the Second Circuit. The case involved an 
action by the petitioner to recover money paid by it to respond- 
ent about October 15, 1920, as car demurrage charges under a 
mutual mistake of fact, according to the petitioner. The Circuit 
Court of Appeals held that the action was barred by section 
206(a),of the transportation act of 1920. 

In No. 724, Duluth & Iron Range Railroad Co., petitioner, vs. 
the City of Duluth, the court denied a petition for writ of cer- 
tiorari to the Supreme Court of Minnesota. The case was an 
appeal from a judgment confirming a special assessment levied 
by Duluth for the paving with concrete of a road parallel to 
and adjoining about 1,800 feet of the right of way of petitioner’s 
main line. 

In No. 738, Missouri Pacific Railroad Co., petitioner, vs. Mrs. 
Fannie Skipper, administratrix of the estate of W. A. Skipper, 
a personal injury case, a petition for a writ of certiorari to the 
Supreme Court of Arkansas was denied. 


FORGED BILL OF LADING CASE 


The Supreme Court of the United States, March 5, granted 
a petition for a writ of certiorari to the United States Circuit 
Court of Appeals for the Fifth Circuit in No. 715, John W. 
Gleason, doing business as John W. Gleason Cotton Co., peti- 
tioner, vs. Seaboard Air Line Railway Co., respondent. In its 
petition for a writ of certiorari the petitioner said that the Sea- 
board, with terminals at Savannah, Ga., employed there one Mc- 
Donell as its agent to give notice to the cotton trade of the ar- 
rival of cotton under order-notify bills of lading; that on March 
19, 1925, McDonell, acting within the scope of his employment 
and authority, and as agent for the Seaboard, notified the peti- 
tioner in the customary manner that a certain lot of cotton had 
arrived in Savannah under a designated order-notify bill of 
lading requiring notice of arrival to be given the petitioner; 
that thereafter on the same date a local bank presented to 
petitioner the designated bill of lading properly endorsed and 








Vol. XLI, No. 19 


attached to a draft drawn on petitioner for $10,000; that relying 
on the representation made by the respondent through its agent 
as set forth the petitioner paid the draft and became the oWner 
of the bill of lading; that the bill of lading was a forgery ang 
that no such cotton was in existence nor arrived in Savannah 

The petitioner sued the Seaboard in the city court of Sa. 
vannah. The carrier removed the cause to the federal district 
court for the southern district of Georgia because of diversity 
of citizenship. The carrier, according to the petitioner, proveg 
that McDonell on March 17 procured a leave of absence from 
respondent; that he proceeded to Charleston, S. C., where, jn 
furtherance of a fraudulent scheme, and without the real or 
apparent scope of his employment, he issued the forged bil] of 
lading to the order of a fictitious person and under the name of 
that person drew on the Gleason Cotton Co., depositing the draft 
and bill of lading in a Charleston bank to be forwarded for co). 
lection; that the next day he returned to his duties at respon. 
ent’s office in Savannah and there gave the false information 
to petitioner. The draft was paid and McDonell then procureq 
another leave of absence, returned to Charleston and obtained 
from the bank there the $10,000 that had been sent from Savyap. 
nah, according to the petition. 


A verdict was returned for the petitioner. The circuit court 
of appeals reversed the trial court, holding, according to the 
petition, that it was “the general rule prevailing in the federa] 
courts” that an employer was not liable for the fraudulent act 
of its employe committed within the scope of his employment 
and authority if that act was done to effectuate an independent 
fraudulent purpose of his own and not for the purpose of fur- 
thering his employer’s business. The petitioner complained of 
that ruling and judgment. 


NO JURISDICTION IN GOULD CASE 


The Supreme Court of the United States, March 5, in an 
opinion by Associate Justice Sanford, in No. 85, Henry W. Mc- 
Master et al., as receivers of the Wabash Pittsburgh Terminal 
Railroad Co., petitioners, vs. George J. Gould et al., dismissed 
the case for want of jurisdiction. The case involved an action 
in equity in the Supreme Court of New York against George J. 
Gould and others for an accounting of syndicate funds. 


THEFTS FROM INTERSTATE COMMERCE 


Henry Carr and five aids and accomplises have been in- 
dicted at Springfield, Il., according to advices to the Depart- 
ment of Justice, charged with extensive larceny from interstate 
commerce. The operations of these persons extended through 
August, September and October of 1927, and involved more than 
a dozen thefts from freight cars on railroads at different points 
throughout Illinois. When they were arraigned for trial, they 
entered pleas of guilty and Carr was sentenced to ten years and 
the others to from four to ten years each in the federal peni- 
tentiary at Leavenworth. 


TOWAGE SERVICE CASE 


Consideration is being given by the Department of Justice 
to the question of appeal to the Circuit Court of Appeals on the 
decision of the United States District Court for the Northern 
District of California, involving a settlement of claims on account 
of towage service by the U.S. S. “Elkridge” given to the steamer 
“Balto,” a Norwegian vessel. A suit was instituted by the govern- 
ment in the federal district court growing out of towage serviec 
rendered the steamer “Balto” under particularly difficult circum- 
stances, according to the department. The “Balto” was in distress 
at a distance of more than two thousand miles in the Pacific 
Ocean and was towed to port by the “Elkridge,” being the long- 
est towage salvage service ever recorded. The time consumed 
was 14 days amid heavy weather conditions. In connection with 
this service the lives of two seamen on the government vessel 
were lost. The district court allowed a sum which the Shipping 
Board operators of the government vessel insist is too low 
to provide properly for an apportionment to the representatives 
of the men who lost their lives and proper compensation to 
the crew of the'vessel. It is claimed by the Shipping Board 
officials that the expense of the government in connection with 
the towage service amounted to more than $15,000, for which 
the district court allowed about $8,300. 


CHANGES IN DOCKET 

Hearing in Docket 20367, Phenix Horse Shoe Company 
against the C. & O. and others, at Chicago before Examiner 
Disque March 6, was continued to March 23. Counsel for the 
carriers said there was the possibility that the case could be 
settled out of court and, further, that the carriers were not ready 
with a defense. 

Hearing in docket 20335 and Sub. 1 and 2, Mid-West Box 
Company against the Michigan Central and others, set for 
March 3 at Chicago before Examiner Disque, was postponed to 
March 12 at Chicago before Examiner Disque. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
aes published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Illinois.) Shipment of scrap iron from 
int in Louisiana to Chicago held interstate shipment, governed 
py federal statutes and decisions as to connecting carrier taking 
shipment from East St. Louis to Chicago.—Alton Iron & Metal 
Co. vs. Wabash Ry. Co., 159 N. E. Rep. 802. 

Rights and liabilities of parties to interstate shipments are 
governed by federal statutes and decisions of federal courts in 
so far as such statutes and decisions are applicable to facts in 
evidence.—Ibid. 

Bills of lading act, sec. 22 (49 USCA, 102; U. S. Comp. St., 
sec. 8604kk), providing that carrier issuing bill of lading is liable 
for damages caused by loss of goods in transit, does not apply 
to connecting or terminal carriers and liability of such carrier 
remains the same as prior to passage of statute.—Ibid. 

Connecting carrier taking interstate shipment of goods from 
intermediate point to final terminus held not liable as insurer 
for shortage, under Carmack amendment (49 USCA, sec. 20; 
U. S. Comp. St., secs. 8604a and 8604aa), where no negligence 
or default of such connecting carrier in handling of shipment 
was shown.—Ibid. 

Connecting carrier, taking interstate shipment of freight to 
final terminus, when sued for shortage, held not estopped to 
deny that it received quantity of freight specified in bills of 
lading, issued by initial carrier, under federal bills of lading act, 
sec. 22 (49 USCA, sec. 102; U. S. Comp. St., sec. 8604kk), and 
Carmack amendment (49 USCA, sec. 20; U. S. Comp. St., secs. 
8604a, 8604aa).—Ibid. 

Under Carmack amendment (49 USCA, sec. 20; U. S. Comp. 
St., secs. 8604a, 8604aa), connecting carrier is not liable for 
shortage or loss of goods shipped in interstate commerce in 
absence of negligence or default on its part.—lIbid. 

(Supreme Court of Appeals of Virginia.) Service of process 
on agent of express company, appointed under Code 1904, sec. 
1294g, subsecs. 2, 3, held not insufficient so as to constitute denial 
of due process, notwithstanding enactment of Code 1919, sec. 
4027, requiring foreign corporations to designate secretary. of 
commonwealth as agent, since such section was not self-exe- 
cuting—American Ry. Express Co. vs. Fleishman, Morris & Co., 
Inc., 141 S. E. Rep. 258. 

Foreign corporation which has done business in Virginia 
is doing business in Virginia as long as it has contracts in such 
state unperformed, so that appointment of its statutory agent 
for service of process is not revocable, even though it was with- 
drawn from active business in state, if it still has contracts 
outstanding.—Ibid. 

Express company, a foreign corporation which had com- 
plied with provisions of Code 1919, secs. 3845, 3846, and ap- 
pointed secretary of commonwealth as its agent in Virginia, held 
not in position to complain that as foreign corporation engaged 
in interstate commerce it cannot be made to conform to con- 
ditions precedent to its doing business in Virginia.—Ibid. 

Code 1919, scec. 3845, requiring appointment of secretary 
of commonwealth as statutory agent in Virginia of foreign cor- 
porations for service of process, whether engaged in interstate 
commerce or not, held not invalid on ground that foreign cor- 
poration engaged in interstate commerce cannot be made to 
— to conditions precedent to doing business in Virginia.— 

1d. 

Code 1919, secs. 3845, 3846, requiring foreign corporations 
to appoint secretary of commonwealth as statutory agent for 
service of process, held not unconstitutional as violating Const. 
Va. 1902, sec. 11, and Const. U. S. Amend. 14, sec. 1, for failure 
to provide that return on process executed thereunder should 
show that process was actually brought to attention of such 
foreign corporation, since service on statutory agent is suffi- 
cient, under Code 1919, sec. 6064.—Ibid. 

Where service is made on foreign corporation under Code 
1919, secs. 3845, 3846, by service on secretary of commonwealth, 
it will be presumed, in absence of showing to contrary, that 
he performed his duty by reporting to such corporation fact of 
such service.—Ibid. 

In action against express company asserting liability for 
debt of defendant’s predecessor against whom plaintiff had ob- 
tained judgment, demurrer on ground that plaintiff should have 
proceeded in court of equity by creditor’s bill as for administra- 
tion of trust fund instead of by action in debt on judgment held 
properly overruled.—Ibid. 


Where two or more corporations are consolidated into new 
corporation with new name and constituent corporations go out 
of existence, consolidated corporation will be answerable for 
their liabilities, at least to extent of property acquired from 
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constituent corporation whose liability is sought to be enforced, 

and continued existence of constituent company de jure for 

purpose of winding up its affairs is immaterial.—Ibid . 
CARRIAGE OF LIVE STOCK 

(Supreme Court of Utah.) In action at law for damage to 
cattle in transit, jury is sole judge of credibility of witnesses.— 
Campbell vs. Los Angeles & S. L. R. Co., 263 Pac. Rep. 495. 

On appeal from judgment based on jury’s verdict in action 
at law, appellate court is precluded from passing on the weight 
of the testimony.—Ibid. 

In action for damage to cattle in transit, possible errors in 
admitting evidence concerning facilities maintained by defend- 
ant for caring for live stock while being fed, watered and rested 
held cured by instruction withdrawing from jury the question 
of whether facilities were adequate.—lIbid. 

When caretaker of cattle in transit which are at resting 
point, awaiting shipper’s orders, requests that the cattle be 
moved forward, liability of railroad as common carrier imme- 
diately attaches.—Ibid. 

In action for damage to cattle in transit, railroad, holding 
cattle at resting point, awaiting shipper’s orders, held to have 
had at least as great a responsibility in caring for the cattle 
as that of an ordinary bailee for the mutual benefit of bailor 
and bailee.—lIbid. 

Denying motion to strike objectionable answer to question 
asked witness held no error, where no objection had been taken 
to the question, and the answer was responsive to it.—Ibid. 

In action for damage to cattle in transit, question asked 
witness as to whether or not from his observation the damage 
was the result of normal transportation injuries held relevant 
and material.—lIbid. 

Where there was an objection to question on ground that it 
was irrelevant, nothing was added by claiming that it was imma- 
terial.—Ibid. 

In action for damage to cattle in transit, overruling objec- 
tion to question asked witness as to whether in his opinion 
damage resulted from normal transportation, injuries, if error, 
held harmless, where his answer added nothing to the evidence 
relative to condition of cattle before and after shipment.—lIbid. 

In action to recover for damage to cattle in transit, denying 
motion to strike answer of witness, stating that he went to 
resting point where cattle were held awaiting shipper’s orders, 
because of “wonderful mix-up,” if error, held harmless, since 
“wonderful mix-up” was meaningless, and could have had no 
effect on jury’s verdict.—Ibid. 

Instruction, in action for negligently handling cattle in 
transit, authorizing verdict for (1) loss from depreciation in 
value, (2) loss from falling market, (3) shrinkage in weight, 
(4) cattle killed, and (5) extra feeding expenses, if error, be- 
cause misleading, in that the jury might have duplicated dam- 
ages, held harmless, in view of final verdict after plaintiff had 
consented to remittitur ordered by trial court.—lIbid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(District Court, N. D., Ohio, E. D.) Carrier’s right of action 
for demurrage charges in interstate shipment grows out of con- 
tract and is not conferred by the interstate commerce act, so 
that the limitation of three years for action prescribed by inter- 
state commerce act, sec. 16, par. 3, as amended by transporta- 
tion act 1920, sec. 424 (Comp. St., sec 8584), may be extended 
by agreement of the parties, even if this could not be done, 
were the right created by statute, with a condition annexed 
that it be enforced within a limited period——Pennsylvania R. 
Co. vs. Susquehanna Collieries Co., 28 Fed. Rep. (2d) 499. 

(Supreme Court of Illinois.) Commerce commission held 
without authority to revoke certificate of convenience and neces- 
sity granted to bus company, and to grant a certificate to a 
competing company, where the overwhelming weight of evidence 
showed that first company was rendering adequate service.— 
Wilcox Transp. Co. vs. Commerce Commission et al., 159 N. EH. 
Rep. 788. 

Where changed condition of streets justify modification of 
bus route, commerce commission, under public utilities act, secs. 
55, 64 (Smith-Hurd Rev. St. 1927, c. 111%, secs. 56, 68), has 
authority to require such reasonable additions to bus service and 
such modifications of route as convenience and necessity of 
public demand, but before canceling certificate of bus company 
already occupying field, it should give company opportunity to 
meet changed conditions.—Ibid. 

(Supreme Court of Wyoming.) Statute will not be declared 
void unless its invalidity is distinctly shown, and one attacking 
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statute as unconstitutional must therefore point out specific 
constitutional provision claimed to be violated—Salt Creek 
Transp. Co. vs. Public Service Commission of Wyoming, 263 
Pac. Rep. 621. 

Supreme Court is not required to answer reserved question 
from district court involving constitutionality of statute, where 
particular part of Constitution claimed to be violated is not 
designated.—Ibid. 

Constitutional question reserved to Supreme Court from 
district court should not be considered except as to points which 
have been specifically and fully argued before Supreme Court. 
—Ibid. 

All contract and property rights are subject to reasonable 
exercise of state’s police powers, especially in view of Const. 
art. 10, secs. 1, 2, making police power of state supreme over 
corporations and individuals.—Ibid. 

Laws 1927, c. 98, regulating transportation companies, held 
not unconstitutional as impairing obligation of contract issued 
to carrier in form of certificate of convenience and necessity, 
under Comp. St. 1920, sec. 5497, in view of Const. art. 10, secs. 1, 
2, by which corporations are made subject to state police power, 
1927 act being reasonable exercise of police power.—Ibid. 

Sess. Laws 1927, c. 98, regulating transportation by common 
and private carriers, if unconstitutional under Federal Const. 
Amend. 14, as to private carriers, in view of sections 1, 2, 3, of 
the statute, held nevertheless valid as to common carriers, since 
section 12 expressly provides that unconstitutionality of part of 
statute should not affect other parts.—lIbid. 

To avoid effect of statute on ground of its unconstitutionality, 
person attacking statute must show it is void as to him, and 
mere showing of its unconstitutionality as to other persons or 
classes is insufficient.—Ibid. 

In proceedings involving constitutionality of statute regu- 
lating carriers, court could not consider, at instance of common 
carrier, question whether statute was unconstitutional as to 
private carriers, even where both parties sought adjudication 
on that question, since it did not arise upon the record in the 
case.—Ibid. 







Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





ood 


(Circuit Court of Appeals, Second Circuit.) Owner, on de- 
mise of car float, warrants its “seaworthiness;” that is, its fit- 
ness for the traffic for which it is let—New York, N. H. & H. R. 
Co. vs. Delaware, L. & W. R. Co. et al., 23 Fed. Rep. (2d) 487. 

Where railroads and experts differ as to safest way of 
unloading car floats, court cannot say which is right, or whether 
the torque incident to the practice of one railroad is worse than 
the strain involved in the other’s method.—Ibid. 

Owner of car float, exposed by charter to current unloading 
practices of the port, unless plainly bad, is charged with notice 
of such practices.—Ibid. 

Evidence that 16-year-old car float, injured in unloading 
while in charterer’s possession, had only four, instead of six, 
fore and aft trusses, and was badly designed, that sister float 
had failed under similar strain, that half of series had been 
made over to hold fewer cars, and that loads had been slowly 
increasing, held to support conclusion, in libel by owner against 
charterer, that injury was caused by structural weakness, 
rather than negligence in unloading.—Ibid. 

That car float, injured while unloading, had not failed 
before, held not conclusive that injury was caused by negli- 
gence in unloading, rather than structural weakness, where 
sister float had failed under similar strain, and half of series 
had been made over to hold fewer cars.—Ibid. 

(Supreme Court, Appellate Term, First Department.) In 
action against shipowner for damages to wool shipment from 
sea water entering hold through hatches, when hatch covers 
were washed away or damaged during storm, evidence held to 
sustain finding that shipowner exercised due diligence to make 
the ship seaworthy, within Harter act, sec. 3 (46 USCA, sec. 
192; U. S. Comp. St., sec. 8031).— Jeremiah Williams & Co., Inc., 
vs. Lamport & Holt, Limited, 226 N. Y. Sup. 511. 


CANDY CONTAINER REPORT 


“More than 71 per cent of the candy made in the United 
States is shipped in cardboard boxes, according to returns to the 
Department of Commerce by 1,023 candy manufacturers through- 
out the country,” says the department. “Cardboard boxes con- 
tained 807,942,037 pounds of the 1,132,620,000 pounds of candy 
packed in 1927. About 11 per cent were packed in wooden pails. 

“Most of the candy made in the United States last year was 
shipped by rail, 677,490,811 pounds being transported in less than 
carload lots and 44,994,069 pounds in carloads, altogether 66 per 





cent of the total. Trucks took the next largest proportion with 
195,823,915 pounds or not quite 18 per cent.” 
Detailed figures follow: 


Type of transportation— Tonnage Per cent 
Rail, freight— (pounds) of total 

EN ain.al dons wins 104 © oree-sr iw asinieaisleaine 44,994,069 4.13 

EQGE CIRM CATIORNG. T1OlB. 060 ociececsciccscceseces 677,490,811 62.12 


Water, freight— 
ey I: INNER in 55.9 oso. sicin-sinieiece ns ee eens 5,926,796 54 
Coastwue. U. &. Gestinations. .......... 2. .cseces 28,829,006 2.64 
Rail and Water combinations— 


I, IN acerca daced. tan Kab ele measieenwes 1,574,334 iia 
PUP Ih. (Ue, SIN UN “0: 9655 054 319i, er 01056: wane iar eo stereareseecolaaniare 36,709,338 3.37 
EINE, axcencaiavacacacstece’ Wang o7ecmeraisisie emi mieate eis elem ume emete 54,474,463 5.00 
cx tig a, Nis psaceralcossar ates al alco 6 aor aise atau pt Ghote lenalal ee sretetein 16,927,342 1.55 
IN bla ah ec er aight 91 id coer viGd toe AN us ator Ce bmn areca RAT EE 195,823,915 17.96 
ee, (ONE ENNIO 5560: 0 axel win eid ovalarclone: @ a ccstauscrarmaaceoed 20,146,427 1.85 
MINS 0. erelalis a ot Nave. 5-07 oieriopa a dine otncdine a eamouare ere 7,644,301 70 
NE is nace Woresis-o scary cree arose Gene eicelnenieoee 1,090,540,802 


*Included by reporting manufacturing retailers to account for total] 
candy handled. 


Tonnage Per cent 
Methods of packing— (pounds) of total 
PI hah Caterer gt coterie wisn baie arse op vrai Oar e areeaeeeO ee 11,016,817 97 
Se EE GI III fo o..a: 6.65.0: gicsesiceie-wiese-cieb tiecwtee ty oetivoeta 72,384,700 6.39 
re eT ee 807,942,037 71.33 
NED, IN ose evaiaie' G0 Wiss le wniy oars tine 6 Pe elwereeelekleiette 127,401,289 11.24 
I Naha lever 6: erred ::ab 50x". 0 WIS Wiel o' sake wk oheacwigigaaiele 35,844,337 3.17 
ee Een orn nee nr re 36,603,499 3.23 
NNN ccs, cracavesardianwcsisa.arervinat oe1 510-07 wiansiorn elaalWionereee 5,422,027 .49 
INU  sesicor gras fa, Sos acatoncsecarcavatavevere eridanerecatecslanbre ccaiain 36,005,427 3.18 
SUI sini cites v.ayacorciarove 0, bare eeuatamiauiiae mere Hose 1,132,620,133 


LUMBER SHIPMENTS 


Lumber production and orders declined sharply the week 
ended March 3, according to reports received by the National 
Lumber Manufacturers’ Association from 649 leading softwood 
and hardwood mills of the country. Combined figures for the 
week under review showed a drop of 17,000,000 feet in produc. 
tion and 37,000,000 feet in orders, as compared with the pre- 
ceding week, while shipments increased slightly. The dis- 
crepancy in production and orders was partly attributable to 
the fact that there were thirty-five more mills reporting for the 
preceding week. 

The softwood mills, of which there were 314 reporting, as 
compared with 359 for the preceding week, absorbed the losses 
in production and orders. As compared with the corresponding 
week of last year, however, they showed gains of 24 per cent in 
production, 36 per cent in shipments and 18 per cent in orders. 

In the hardwood group, 335 units (a unit is 35,000 feet of 
daily production capacity) reported appreciable gains in ship- 
ments and orders over the preceding week, while production 
was steady. The figures are not comparable with those of last 
year because of the larger number of currently reporting units. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Cepepenrs Preceding Wk., 


Past Week eek, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Mills (or 

oo) eee 314 335 315 140 359 325 
Production ..... 227,294 46,343 183,379 23,234 244,580 46,394 
Shipments ..... 248,291 49,403 181,863 23,049 248,702 47,432 

Orders (New 
: 3 ere 239,371 49,958 201,783 21,843 278,848 47,848 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads in 1927 totaled $974,- 
884,081, as compared with $1,042,139,805 in 1926, while freight 
revenue totaled $4,636,764,466 in 1927, as compared with $4,803,- 
699,881 in 1926, according to the monthly statement on revenue 
traffic statistics issued by the bureau of statistics of the Com- 
mission. Switching and terminal companies are not covered 
in the statement. 

In December, 1927, passenger revenue totaled $81,820,028, as 
compared with $89,628,587 in December, 1926, while freight 
revenue totaled $333,959,652, as compared with $383,565,844 in 
December, 1926. . 

Revenue per ton-mile averaged 10.81 mills in 1927, as com- 
pared with 10.82 mills in 1926, and 10.64 mills in December, 
1927, as compared with 10.47 mills in December, 1926. 

Revenue per ton per road averaged $1.99 in 1927, the same 
as in 1926, and $2.056 in December, 1927, as compared with 
$1.956 in December, 1926. 

Revenue per passenger-mile averaged 2.897 cents in 1927, as 
compared with 2.936 cents in 1926, and 3.018 cents in December, 
1927, as compared with 3.045 cents in December, 1926. 

Revenue tons carried in 1927 totaled 2,329,770,000, as com- 
pared with 2,414,034,000 tons in 1926, and 162,431,000 in Decem- 
ber, 1927, as compared with 196,087,000 in December, 1926. 

Revenue tons carried one mile in 1927 totaled 429,043,600,000, 
as compared with 444,097,166,000 in 1926, and 31,380,518,000 in 
December, 1927, as compared with 36,646,793,000 in December, 
1926. 

Revenue passengers carried in 1927 totaled 829,010,000, as 
compared with 860,800,000 in 1926, and 69,093,000 in December, 
1927, as compared with 74,769,000 in December, 1926. 
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ADVERSE ESCH REPORT 
The Traffic World Washington Bureau 


By a vote of ten to seven the Senate interstate commerce 
committee March 6 ordered an adverse report on the nomina- 
tion of Commissioner Esch. The senators who voted for con- 
frmation were: Watson, Bruce, Gooding, Couzens, Fess, Howell, 
and Dupont. Those who voted against confirmation were: 
Goff, Pine, Sackett, Metcalf, Pittman, Dill, Wheeler, Mayfield, 
Black, and Wagner. 


The vote was made public on motion of Senator Bruce. 

The action of the committee came as a surprise because 
polls of the committee up to March 5 purported to show a ma- 
jority in favor of confirmation. 


Three members of the Senate interstate commerce com- 
mittee who had been reported as favorable to confirmation of 
th nomination of Commissioner Esch voted against confirma- 
tion. They were Senators Metcalf, Republican, of Rhode Island; 
Mayfield, Democrat, of Texas; and Wagner, Democrat, of New 
York. 

The votes of Senator Smith, Democrat, of South Carolina, 
and Senator Hawes, Democrat, of Missouri, were not recorded. 
It had been reported that Senator Hawes favored confirmation. 


Analysis of the vote of the committee showed that six 
Republicans—Watson, of Indiana, chairman; Gooding, of Idaho; 
Couzens, of Michigan; Fess, of Ohio; Howell, of Nebraska; and 
DuPont, of Delaware—voted for confirmation, and’ that four 
Republicans—Goff, of West Virginia; Pine, of Oklahoma; Sack- 
ett, of Kentucky; and Metcalf, of Rhode Island—voted against 
confirmation. 


One Democrat—Senator Bruce, of Maryland—voted for con- 
frmation. The Democratic members who voted against con- 
firmation were Pittman, of Nevada; Dill, of Washington; 
Wheeler, of Montana; Mayfield, of Texas; Black, of Alabama; 
and Wagner, of New York. 


Time until March 10 was given Senator Fess to prepare a 
written minority report urging confirmation of the nomination of 
Commissioner Esch. A majority report against confirmation also 
was to be submitted. The indications were that the nomina- 
tion would not be considered by the Senate until at least some 
time next week. 


It was understood that the action of the committee came as 
a surprise even to Senator Watson, chairman of the committee. 

Henry M. Warfield, president of the Baltimore Chamber of 
Commerce, in telegrams to Senators Bruce and Tydings, of 
Maryland, said the chamber strongly advocated confirmation 
by the Senate of the reappointment of Commissioner Esch. 


“This body has highest respect for his integrity and integ- 
rity of the Commission as a whole,” said Mr. Warfield. “The 
future of the Commission will be seriously jeopardized by his 
rejection.” 


It was understood that members of the Senate were receiv- 
ing similar telegrams from various parts of the country. 


The Senate interstate commerce committee, however, since 
its action on March 6 in rejecting the nomination, had not, 
toward the end of the week, received any protests against its 
action. 


A suggestion made by someone after the Senate com- 
mittee on interstate commerce voted to report unfavorably 
the nomination of Commissioner Esch, that all the commission- 
ers should resign to show the resentment they feel on account 
of that action, has caused the publication of a report that several 
resignations “may be looked for shortly.” 


That the vote is bitterly resented among the commissioners 
is known to everyone who has any acquaintance among them. 
Two commissioners, one of whom is Aitchison, are known to be 
chafing under the strain the work has put on them and to have 
talked about resigning since long before the Esch matter came 
up. However, the thought among those in a position to know 
the feelings of the commissioners is that no resignations will 
result directly from the adverse vote, at least not right away. 


Senator Neely, of West Virginia, announced in the Senate 
March 9 that he would introduce a resolution asking the Com- 
Mission whether it sponsored a newspaper report, which he 
read to the Senate, that several members of the Commission 
intended to resign because the Senate interstate commerce 
committee had ordered an adverse report on the Esch nomina- 
tion. Senator Neely said it was impossible for him to believe 
that the story was true, but that, if it were, it put the Com- 
mission in the position of being engaged in the most repre- 
hensible and most revolutionary attempt in the history of the 
government. If the story were true, he continued, it showed 
that the Commission, not satisfied with being a dictator as 
to railroad rates, would seek to be a dictator to the Senate. He 
said he was unwilling to believe that the members of the Com- 
mission were trying to intimidate the Senate. 


Senator Heflin suggested that the resolution ask for the 
hames of the commissioners who wished to resign. He said 
their resignations would be gladly accepted. 
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Senator Neely added that, after they left the Commission, 
there would be great rejoicing. ; 





ONE TERM FOR COMMISSIONERS 


Senator Neely, of West Virginia, who took a leading part in 
the interrogation of Commissioner Esch in the hearing before 
the Senate interstate commerce committee on the commission- 
er’s nomination, and one of the leaders in the fight against con- 
firmation of the appointment, has introduced a bill (S. 3529) to 
prevent a member of the Commission from serving for more 
than one term. In connection with the Esch appointment, the 
insinuation was repeatedly made that the commissioner had 
changed his vote’in the lake cargo coal case because of a desire 
to be reappointed. The commissioner specifically denied that 
he was influenced in his vote by the question of reappointment. 
The Neely bill would make the term of a commissioner eight 
years instead of seven years. The text of the bill follows: 


That the term of office of commissioners of the Interstate Com- 
merce Commission appointed after the date of the approval of this 
act shall be eight years; and no person shall after such date be eligible 
for a second appointment as a member of such commission. Any 
person appointed to fill a been gs @ occurring otherwise than by the 
expiration of the term for which his predecessor was appointed shall 
be appointed for the full term of eight years. 


BROOKHART AND ESCH 


The following letter from Senator Smith W. Brookhart 
to L. M. O’Leary, secretary-manager of the Chamber of Com- 
merce of Fort Dodge, Ia., explains itself: 


Your telegram relative to confirmation of Commissioner Esch, re- 
ceived. As you perhaps are aware, Commissioner Esch, when he was 
in Congress, was co-author of one of the worst railroad bills that has 
ever been put through the Congress. This measure has done more to 
operate against the shippers of the middle west than any other rail- 
road legislation previously enacted into law. 

I am going to check up on Commissioner Esch’s record since he 
has been a member of the Commission and ascertain whether or not 
he has had a change of heart. My attitude relative to voting for or 
against Commissioner Esch will depend upon his record, after I 
have made a careful study of same. 


To this letter Mr. O’Leary replied as follows: 


I have your favor of March 3, in answer to our telegram asking 
you to vote to confirm the appointment of Commissioner Esch on the 
Interstate Commerce Commission. 3 

We do not hold any brief for Mr. Esch, either as a man or as 
a senator, but as I take it the hearing before the Senate is on whether 
or not Commissioner Esch was subject and feels under political in- 
fluence in changing his decision in the Lake-Cargo Case, and prac- 
tically every senator on the Interstate Commerce Commission com- 
mittee of the Senate, according to the public reports of the hearing, 
said that the integrity of Mr. Esch was not in question. As we see it 
if the integrity of Mr. Esch was not being questioned the charge 
that he was subject to political influence naturally could not 
be sustained. If any pressure influenced his decision in the Lake- 
Cargo or any other case he is not a fit man to serve on the Interstate 
Commerce Commission. 

Our interest in this matter, like other good citizens, is that we 
do not believe that the Interstate Commerce Commission or the court’s 
decisions should be subject to political influence and if a member 
of the Commission must color his decisions according to how the 
members of Congress wish them the people will lose all respect for 
the Commission, which they would if political influence governed the 
court’s attitude in matters of this nature. 

What Commissioner Esch did when he was a member of Con- 
gress certainly shouldn’t be held against him here. 


I notice what you say in regard to the Esch-Cummins Bill in 
which he was co-author and that it was one of the worst railroad 
bills ever put through Congress and that it did more to operate 
against the shippers in the middle west than any other railroad legis- 
lation previously enacted into law. You, more than the writer, know 
that Esch and Cummins were only a small factor in the enactment 
of this bill into law but many hundreds of the legislators helped with 
the measure and a majority of both the House and the Senate cer- 
tainly must have believed it was a good law by spreading it on our 
statute books, and although the shippers pretty generally were op- 
posed to some of the sections of the act the shippers of this country 
since the enactment of that act have changed their minds materially 
and instead of being the worst railroad bill put through Congress 
it has done more to give the people of this country, and especially 
the middle west, dependable transportation than any one thing ever 
put on the statute books. The writer heard you blame this Esch- 
Cummins Bill for the increase in freight rates and the high valua- 
tion put on railroad property. As a matter of fact, one of the prin- 
cipal reasons for the high transportation charges in this country 
is not the Esch-Cummins Bill but the valuation act, the author of 
which was your late departed friend, Senator LaFollette of Wisconsin, 
which act instructed the Commission how to find the value of the 
railroads and in finding it they found that the value in 1920 was some 
$8,000,000,000 more than the stocks and bonds were worth at that time. 
You along with other students of transportation have blamed _ this 
on the Esch-Cummins Bill, but this was not a part of the Esch- 
Cummins Bill but was a law put on the statute books of the United 
States through the efforts of Senator LaFollette of Wisconsin, and 
it costs the people of this country at the present time $120,000,000 for 
the work involved and it is far from complete and will cost millions 
of dollars yearly to keep up to date without any material benefit, as 
you will acknowledge yourself as your idea of the value of the rail- 
— as stated time and again is the market -value of the stocks and 
bonds. 

It may be possible that you are familiar, or think you are 
familiar, with what is operating against the shippers in the middle 
west in a transportation way. can assure you that as a practical 
traffic man, who has been in the thick of all these fights for the 
last twenty years, that what is operating against the Iowa shippers 
is not the Esch-Cummins transportation act but the building of the 
Panama Canal and the low rates on the raw material out of lowa 
to the east, which were made on demands of the representatives of 
the farmers through their organizations where you can ship a carload 
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of livestock on the hoof to New York, Philadelphia or Boston at one- 
third what it costs to ship a carload of finished meat or packing 
house products, and the same thing applies to grain as against the 
commodities manufactured from grain. These discriminations are 
being continued and added to on demand of the farmers through 
their organizations because they do not understand that we are ship- 
ping our wealth away by insisting on moving our raw material out 
of the state to be manufactured in other states. 


I also note what you say concerning checking up on Commissioner 
Esch’s record in cases handled since he has been a member of the 
Commission. As I understand it, Commissioner Esch has appeared 
in and has had his name put on something like 10,000 cases before the 
Commission. In twenty years of active service the writer, working 
365 days in the year on actual traffic matters at all times, has ap- 
peared as witness and as counsel in some 400 cases, which have 
taken every minute of the time of one man, and I am sure that you 
will find it will take considerable time and labor to make an_in- 
vestigation of the 10,000 cases that Commissioner Esch has handled, 
and I am confident that the confirmation will be held up for several 
vane an investigation of that kind requires a great deal of time 
and effort. 


The truth of the matter is that the fight on Commissioner Esch 
is made by the southern coal states, who think they got a raw deal in 
the Lake-Cargo case, and by the rigid Fourth Section people in the 
inter-mountain district who will do more to hurt Iowa industrially 
if the Gooding Long and Short Haul Bill is enacted into law than any 
one thing that happened in transportation in this country. 


No doubt you will vote against the confirmation of Commissioner 
Esch, but I wanted to give you the viewpoint of some of the shippers 
and I think my attitude represents ninety per cent of the shippers 
of Iowa, whom you are supposed to represent. 


JOHNSON ANSWERS GLASS 


Alba B. Johnson, president of the Railway Business Associ- 
ation, has made the following reply to Senator Glass, of Virginia, 
on the confirmation of the reappointment of Commissioner John 
J. Esch (see Traffic World, Mar. 3, p. 537): 


I have before me your reply of February 28 to my recent letter 
on the re-confirmation of Interstate Commerce Commissioner Esch. 

In part you misunderstand me. There is no intention of ques- 
tioning Senators’ “right’’ to interrogate nominees on any aspect 
whatever. The purpose is to urge upon senators a course which 
to us seems wise in the public interest. Congress, as we view it, 
has charged the Interstate Commerce Commission with the exer- 
cise of judgment in certain matters. The courts refuse to review 
such judgments. We hope the Senate will refuse also. To that end 
we counsel senators to refrain from the disclosure of opinions by which 
they desire the Commission to be governed in reaching its judgments. 
Our object, which has been pursued for many years in various ways, 
is to preserve the independence and integrity of the Commission. 

We have used the adjective ‘‘political’’ to describe certain forms 
of pressure from which we would like to see the Commission pro- 
tected. You evidently take some phrase of mine to imply that your 
attitude toward Mr. Esch is “actuated by political motives.’’ Let 
me assure you first, that neither now in this matter nor at any time 
in any matter is attribution of ‘‘motive,’’ the most inscrutable of in- 
tangibles, tolerable to me; second, that your long, honorable and 
useful service, notable in the foremost piece of economic legislation 
since the war between the states, precludes the suggestion of any 
motive except your conception of the public interest in any concern 
to which you may devote your great ability; third, that if I use the 
word ‘political’ in connection with the Interstate Commerce Com- 
mission the word is intended to refer solely to the fact, where it 
exists, that political, that is, governmental, officials have indicated 
to Interstate Commerce Commissioners their desire for specified de- 
cisions in pending rate cases. 


You are impatient with me for not having participated in the effort 
to have Mr. Woods rejected. I can understand that. If I had it to do 
over again with the light I now have I would oppose confirmation. 
If you will go over the testimony of R. C. Fulbright of the National 
Industrial Traffic League at the Esch confirmation eee the other 
day you will read of an experience not unlike that of the Railway 
Business Association. In the case of the league, he told you, au- 
thority to act could not be obtained in time from the widely scattered 
members of the executive committee. The Traffic League leaders, 
on the other hand, thoroughly familiar with the coal case and every- 
thing pertaining to it, could have spoken instantly if thy had had 
authority, and as individuals some of them did speak, including Mr. 
Fulbright. My own situation was not quite the same. The Railway 
Business Association had long before this declared for retention 
of incumbent commissioners during good health and conduct, and no 
charge had been heard against Commissioner Cox. My silence as 
spokesman for the Railway Business Association was due to being 
plunged suddenly into a complex and highly specialized problem quite 
outside my experience or knowledge, without opportunity to study it, 
grasp it and think it through with my associates. We have a rule 
against favoring or opposing nominees. The question was whether 
that rule would here be more honored, as I now believe that it would 
have been, in the breach than in the observance. We quickly saw 
that Mr. Woods would be defeated, and your memory is correct that 
I did not oppose him. This was a mistake. 


I trust your reference to my residence in Pennsylvania is not 
meant to suggest that this would have been permitted to influence 
my administration of a national business organization with which life- 
long friends in many states, including Virginia, West Virginia, and 
Kentucky, have entrusted me. If this is your thought, let me say 
that I happen not to own any securities of Pennsylvania coal min- 
ing properties, whereas I am a considerable investor in a West Vir- 
ginia coal mine. 


You say: ‘Opposition to the confirmation of Mr. Esch is so far 
from being an exhibition of political influence as that it is distinc- 
tively a vehement protest against the exercise of political influence.”’ 
It is obvious that, as you point out, the opposition from the southerly 
fields is a protest, and against a previous use of political influence 
which I deploce as much as you do. Most of us who are now coun- 
selling Senators to disregard the Lake cargo case appreciate fully 
the reasons for vehemence. For senators serving the aggrieved states 
to exhibit a 100 per cent magnanimity under such trying circum- 
stances would be for them to manifest a sweetness of disposition 
well nigh angelic, But where is the vendetta to end? Citizens de- 
tached from the scene may come to exclaim, like Mercutio: ‘“‘A plague 
o’ both your houses!”’ Please believe, my dear senator, that it is the 
national interest which we have in mind, the long view at which we 
look, and not intemperance which animates us but earnest anxiety 
for the development of a transportation tribunal equal to the vital 
national need. 
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THE ESCH APPOINTMENT 


Editor The Traffic World: 

A woman has always had the privilege (I don’t know why) 
of changing her mind according to the dictates of her op. 
science. This may or may not be an unwritten law; neverthe. 
less, they have this privilege, and it has been my experience to 
note that they continually use it. 

This privilege has always been respected by us, of the other 
sex, in so far as it relates to a woman, but when a man like 
Commissioner Esch changes his mind there are always a great 
many who are willing to condemn him. 

A little common sense used in considering a matter of this 
kind would, without a doubt, be very beneficial to our senators 
who are considering the appointment of Commissioner Egch, 

It is very hard to please all the people all the time, the 
same as it is very hard to fool all the people all the time, ang 
sometimes we say or do things that do not seem to be in the 
interest of all concerned. However, if we make a mistake once 
and have an opportunity to rectify it, it seems to be very good 
judgment to make good use of that opportunity, which, according 
to my way of thinking, is the exact manner in which Commis. 
sioner Esch thought when he changed his vote in the Penn. 
sylvania coal case. 

Anyway, in view of the fact that Commissioner Esch is a man 
of proved ability, let’s prevail on our senators to make use of 
what they have been taught from childhood and give the other 
fellow the benefit of the doubt. 

Eline’s, Inc., 
Geo. A. Schmus, Assistant Traffic Manager, 
Milwaukee, Wis., March 2, 1928. 


COAL AND RAILROADS 


The Senate interstate commerce committee began hearings 
March 7, instead of on the preceding day, as had been origi- 
nally planned, under the Johnson coal investigation resolution, 
John L. Lewis, president of the United Mine Workers of Amer- 
ica, was the first witness. Among the witnesses summoned by the 
committee were W. C. Bowers, manager of purchases and stores 
of the New York Central Railroad, and A. M. Lyon, general super- 
intendent of the New York Central, of Charlestown, W. Va. 
Coal operator witnesses were requested to submit information 
as to the price of coal sold to railroads since 1919 and the cost 
of production of such coal. The committee is directed under 
the*Johnson resolution to ascertain, among other things, whether 
railroad companies and their officials have been or are endeavor- 
— to depress the labor cost of coal produced by union mine 
abor. 

Mr. Lewis charged that railroads conspired to depress mine 
wages and coal prices. He urged that Congress amend the 
interstate commerce act so as to prevent the railroads from 
practicing methods designed to exploit the bituminous industry, 
further depress wages and destroy the miners’ union. 


SHORT LINES AND SECTION 15A 


. The Senate has passed the Pittman bill (S. 656) relieving 
short lines of designated classes from the recapture provision of 
section 15a of the interstate commerce act. The effect of the 
bill was outlined in the report of the Senate interstate com- 
merce committee thereon. (See Traffic World, Feb. 18, p. 388.) 

The amendment offered by Senator Metcalf, of Rhode Island, 
including in the exemption lines “whose main track and branches 
do not exceed 5 miles in length, and whose annual gross railway 
operating revenue for any year, computed on the average of 
three succeeding and immediately preceding calendar years 
beginning with 1920, as reported to the Interstate Commerce 
Commission as required by law, does not exceed $100,000” was 
agreed to. 

The bill was passed without a record vote after a brief 
explanation of its purpose by Senator Pittman. The House com- 
mittee on interstate and foreign commerce recently held hear- 
ings on a similar bill but has not acted on it. The Senate bill 
was sent to the House and referred to the House committee. 





MOTOR TRAFFIC MANAGEMENT 

The first exhaustive textual treatment of this new and im- 
portant branch of transportation has just been issued by D. 
Appleton & Co., of New York. It is written by G. Lloyd Wil- 
son, Ph. D., of the University of Pennsylvania, a contributor 
to The Traffic World, and includes revisions of a number of 
articles which have appeared in these columns. 

The book considers the motor vehicle, freight and pas- 
senger, almost entirely from the traffic angle, separate sections 
being devoted to rates, classifications, bills of lading, and ship- 
ping contracts, packing, insurance and regulation. It is plen- 
tifully illustrated with facsimiles of typical motor freight ship- 
ping papers, pages from tariffs, and motor bus schedules. In- 
genious graphs illustrating the effect of various cost and profit 
factors on the levels of motor vehicle rates are included. The 
work closes with a discussion of two recent regulatory bills 
introduced in Congress, the Cable bill and the Commins-Parker 
bill, both of which are printed in full as appendices. There is 
also an interesting chapter on the future of motor transporta- 
tion. 
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CHICAGO PRODUCE TERMINAL 


All trunk line railroads entering Chicago will be invited to 
share equally in the ownership and operation of the Chicago 
produce Terminal, near Ashland avenue and 27th street, ac- 
cording to plans announced this week by the Illinois Central 
and Santa Fe railroads, joint builders and present operators 
of the terminal. As the first step in these plans, the Illinois 
central and Santa Fe have applied for a charter for the Chicago 
produce Terminal Company, a separate corporation, which will 
take over the terminal. 

Applications by the new company to the Interstate Com- 
merce Commission for a certificate of convenience and necessity 
and permission to issue and sell stock are nearing completion. 
When the applications, which will include plans of the terminal 
and full details of its cost, are filed with the Commission, copies 
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Water street produce merchants were called on to make way 
for the development of Wacker Drive, 166 of them allied them- 


selves under the name of the South Water Market Trust and 


embarked on the establishment of new business quarters in the 
area bounded by Racine avenue and Morgan street, 14th street 
and 15th place. 
modern and successful produce marketing centers in the United 


Here they brought into being one of the most 


States. It covers six city blocks and cost approximately $17,- 
000,000. By a triumph of organization and efficiency the mer- 
chants accomplished the feat of moving from South Water 
street to their new location in a single day and without serious 
interruption to their business. The transportation committee 
of the South Water Market Trust has actively collaborated in 
working out plans for the development of the produce terminal. 

The major facilities of the terminal consist, at present, of 
four inter-connected railway yards with an aggregate capacity 





(Photo by Chicago Aerial Survey Co.) 


will be sent to all Chicago trunk lines with invitations to them 
to participate on. equal terms in the ownership, control, and use 
of the facilities. Subject to the approval of the Commission 
and the Illinois Commerce Commission, the roads accepting the 
invitation will become joint and equal shareholders with the 
Illinois Central and the Santa Fe in the company, which will 
provide terminal service impartially for all produce shipments 
brought to Chicago. 

The Chicago Produce Terminal is one of the largest and 
most efficient plants of its kind in the country. It is one mile 
long and occupies about 110 acres. Its facilities include every- 
thing needed to expedite delivery and advantageous marketing 
of perishable shipments. More than $6,000,000 already has 
been invested in the terminal and its ultimate development will 
represent. a total investment in the neighborhood of $12,000,000. 


Less than two miles from the terminal, with a choice of 
good routes over which trucks can cover the intervening dis- 
tance in about ten minutes, is the new home of Chicago’s whole- 
sale produce trade—the South Water Market. When the South 


AIRPLANE VIEW OF CHICAGO PRODUCE TERMINAL 


of 1,825 cars, a modern icing plant, that can ice thirty-four cars 
at a time, and a well-equipped auction house, which has already 
accommodated a peak of 145 carloads. At the north end of the 
auction house are two salesrooms leased to fruit auction com- 
panies. These facilities were opened for limited use in the fall 
of 1925 and have been in full operation since August 15, 1927. 
Construction of a banana house will be started in the near future, 
and plans are under way for a poultry shed, a cold storage 
warehouse, and another auction house. 


For the convenience of the produce trade in handling trans- 
actions with the railroads, a joint freight agency to which 
twenty-one railroads are parties is maintained in the terminal. 

The Chicago Produce Terminal facilities greatly accelerate 
the handling of perishable shipments and aid produce merchants 
in carrying on their business expeditiously and conveniently by 
concentration of their shipments at one central point. The 
following advantages are pointed out: 

Economy of inspection; close contact with sales forces; a 
common terminal and agency effecting economy in the handling of 
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reconsignments, diversions, collections, and the like, by transact- 
ing railroad business at one central point; accomplishment of 
reconsignments and diversions on short notice and the departure 
from Chicago the same night via all roads of the cars so recon- 
signed; advantage to the out-of-town buyer of a central point 
where he can purchase all kinds of produce and have the widest 
competitive market in which to do it; a terminal geographically 
located in about the center of the Chicago consuming market. 


MINIMUM RATE BILL 


Restriction of the minimum rate power of the Commission is 
proposed by Representative Newton, of Minnesota, a member 
of the House committee on interstate and foreign commerce, in 
H. R. 11721, a bill to limit the power of the Commission in the 
prescribing of rates, fares and charges. The bill would amend 
paragraphs (1) and (3) of section 15 of the interstate commerce 
act so as to deprive the Commission of the right of prescribing a 
minimum rate “unless that rate causes an undue or unreasonable 
prejudice, or places burden upon other commerce because the 
rate is so low as not to be reasonably compensatory,” according 
to Mr. Newton. 

The bill is one of several measures that Mr. Newton has 
been working on in an effort to restore to the railroads “more of 
the initiative in the making of rates, and in taking away from 
the Interstate Commerce Commission a sort of superguardian- 
ship of power,” according to a statement issued by him. The 
statement follows: 


The purpose of this bill is to restrict and limit the power which 
the Interstate Commerce Commission now has to prescribe a mini- 
mum rate; that is, a rate below which the railroad cannot go. I have 
been working upon this legislation for some time, and have withheld 
introducing it pending a decision 5 4 the Interstate Commerce Com- 
mission in the lake cargo case. his decision was handed down 
February 25. The idea of the legislation on my part ante-dates not 
only this lake cargo decision, but a preceding one. 

In the first instance, railroad rates should of course be made by 
the railroads through their traffic experts. They should be presumed 
to know what the service is worth, what it costs, and what rate will 
move the commodity to market, etc. The rates of common carriers 
should be high enough so as to do justice to the carrier and low 
enough so as to be reasonable to the public who must have the 
service. They should so be made as to not be unduly discriminatory. 

In the making of rates by the railroads, abuses crept in. Rates 
were made which were unreasonable. Other rates were made which 
were discriminatory as against persons and localities. They were 
prejudicial to these persons, their business, and to these localities 
and their industries. This called for legislation, in the first instance, 
by the states, and later by Congress, in order to prevent abuses of 
this character. 

Rate making, therefore, in the first instance, is a legislative func- 
tion. It was obvious that Congress could not handle the question 
directly, so the Interstate Commerce Commission was created for that 

urpose. The interstate commerce act provided that rates should be 
ust to the carrier, reasonable to the public, and not unjustly dis- 
criminatory. The Interstate Commerce Commission was given power 
to set aside a rate which was unreasonable and unduly discriminatory. 
This was in 1887. 

In 1906 the Hepburn act authorized the Commission not only to 
set aside such a rate, but to prescribe, in lieu thereof, a rate above 
which the carrier could not charge. In other words, they were given 
the right to prescribe a maximum rate. The law remained this way 
for fourteen years. It was changed in 1920 so that the Commission 
was given the right not only to prescribe a maximum rate beyond 
which the railroad could not go, but a minimum below which they 
could not charge. This increased power was given at the request of 
the Interstate Commerce Commission speaking through Mr. Clark, 
one of its ablest members. I quote from his statement as follows: 

“The regulating tribunal should have authority to prescribe not 
only the maximum which the carrier may charge, but also the mini- 
mum. This power would restrain an individual carrier from further- 
ing its own ends at the expense of others by unwise and unwarranted 
upsetting of reasonable rate adjustments. If the rates and charges 
are by regulation confined within the reasonable narrow limits between 
the maximum and minimum reasonable. charges, no public interest 
=> injured by the carriers all maintaining charges within those 

m ‘hay 

The government had been operating the roads. The roads were 
in bad financial condition. There had been a number of general rate 
increases due to raising of wages, increased cost of material, etc. 
Their credit: was poor. The power was granted among many others. 

Originally the power was but little exercised. However, during 
the last eight or nine years, there has been a great increase in the 
number of traffic bureaus scattered throughout the country. They 
have been exerting themselves to further the particular advantages of 
their own markets. Gradually, it has seemed to me, the Commission 
has been asked more and more to make use of this minimum rate 
power. Here is a railroad who, through its traffic experts, is of the 
opinion that it can carry a certain commodity to a certain market 
for a certain rate. They are able to show that that rate is a reason- 
able one, that it is not unjustly discriminatory. However, some other 
market or some other railroad does not want to see that reduced rate 
put into effect. They oppose it, and more and more the Commission 
is being called upon to pass, not on the question of reasonableness, 
not on the question of unjust discrimination, not on the question of 
unduly burdening other commerce, but upon whether or not it is 
advisable for a certain railroad to carry a certain commodity to a 
certain market at a given rate. I maintain that, under those condi- 
tions, the railroad management itself is the best judge of whether or 
not that should be done. Now and then the Commission’s judgment 
may be sound in passing upon that kind of a case, but, in the long 
run, the best interests of the country and of commerce and industry 
will be served through letting the railroad management exercise its 
own discretion, subject only to the power of the Commission to pre- 
— reasonable and prevent unduly discriminatory and prejudicial 
rates. 

When the Commission exercises its present power to substitute its 
discretion for that of the management, it sets certain artificial bar- 
riers against the movement of commerce among the several states, 
instead of permitting that natural free movement so essential to the 
industrial and commercial welfare of our country. 

Therefore, I have provided that the Commission shall not exercise 
its power to prescribe a minimum rate unless that rate causes an 
undue or unreasonable prejudice, or places a burden upon other com- 
merce because the rate is so low as not to be reasonably compen- 
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satory for the carrying of that particular commodity for that distance 
I recognize there are some practical difficulties in ascertaining just 
what rate meets the so-called ‘‘out of pocket’’ cost. Furthermore 
even with this restriction, some railroads may be disposed to make 
@ rate that is too low. If so, that will be found out, and the rate wij] 
be changed. It is far better in the long run to follow the judgment 
of the railroads themselves in reference to_ the wisdom of a certain 
rate, subject at all times to the Interstate Commerce Commission for 
the purpose of preventing undue discrimination. 

his bill constitutes one of several that I have been working upon 
in my effort to restore to the raliroads themselves more of initiative 
in the making of rates, and in the taking away from the Interstate 
Commerce Commission a sort of superguardianship power. It has 
been my impression that the railroads do not need that kind of super. 
vision, and it is my conviction that the interests of the public woul 
be much better served if some of these so-called superguardianship 
powers of the Commission were taken away. The bill is in no sense 
a criticism of the views of any individual member of the Commission, 


THREE IN ONE RATE CARD 


In The Traffic World of February 25, 1928, page 476, was 
published a “three in one rate card” devised by G. J. Olson. 
The printer did not set the card up in the exact form in which 
in was prepared and the result was somewhat confusing. In 
order to present the matter properly the accompanying fac. 
simile of the card is reproduced. 




















To MeCook, Nebraska. 
ie aa 1 2 3 + ROUTING :— BAC 
Hastings 96 | 64 53h | 45+ 
Lincoln O73 at oe | 62 Fost 20 Exprese 
dealt 90% 1-2-9 dene—10 Le. Mex a 
Sioux Cit 7 _ 81+ 5 65 
Kansas Cit 4/12 o1 | #7 | 1°! 16 | © 
Bt. Joe 0: _ 7 | 15 65 
Atchison 1304 __ 96% |_2° 70 
Denver 06 g 144 25| 31 
8t. Louis 20 _1094 30) 
Chicago D4 _1163 35 
Grand Island BB | 74> __ 524 40 
Council Bluffs 93 |4 


Remarks: ° ° 











GERMAN RAILROAD FILM 


Hans Engel, general representative of the German Railroad 
Company, New York, announces, for the benefit of traffic clubs 
and other organizations that might care to make use of it, that 
the film “Success” has been produced by the Deutsche Reichs- 
bahn Gesellschaft. Its length is 850 meters or approximately 
2,800 feet. The purpose of the film is to promote traffic from 
foreign countries, especially from the United States, to and 
through Germany. The pictures show the means of transporta- 
tion from places of production to places of consumption. The 
special facilities which the Deutsche Reichsbahn Gesellschaft 
and the ports of Hamburg and Bremen have at their disposal 
for the handling of the transports are particularly reproduced. 
The film shows the efforts of the Deutsche Reichsbahn Gesell- 
schaft to meet requirements of a fast service and careful treat- 
ment of the goods by use of mechanical equipments for the 
handling of the goods and the placing of special cars at the dis- 
posal of shippers for the conveyance of certain classes of goods. 
The following titles give an insight into the contents of the film: 
The maritime road to America in 1492 and the road of today to 
Europe; American merchandise reaches German ports; highly 
efficient equipment and intelligent installation of unloading 
devices take care of the immediate and perfect unloading; 
special facilities are available for goods which require extra 
treatment; grain, copper, frozen meat, cotton, oil; perishable 
goods and fruits, i. e., bananas, etc., are handled by lifting 
devices and mechanically controlled conveyors, particularly 
constructed for this purpose; careful treatment and_ fastest 
transportation is the leading principle of the Deutsche Reichs- 
bahn Gesellschaft; electro-pneumatic car retarders eliminate 
damage to car and contents, and minimize terminal delays 
through rapid car classification; special cars are provided for 
goods requiring special treatment; trains of coal cars of large 
capacity with modern self-unloading devices; refrigerator trains, 
with frigidair car in the center of the train; fish train with 
special cars, equipped with apparatus for the artificial supplying 
of oxygen; in the shortest possible time the cars pass through 
Germany; they are not stopped by the ocean; perfect and punc- 
tual delivery of the goods to the consignee animates the turn- 
over and enlarges the turnover possibilities. 


WHEELING DIRECTOR CASE 
The Commission will hear argument April 12 in the finance 
cases involving applications of P. E. Crowley, president of the 
New York Central, and others, for authority to hold positions 
of director with the Wheeling & Lake Erie. Denial of the 
applications was recommended in a proposed report. 
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Freight Rates 


Twenty-third of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Tariff Concurrences and Powers of Attorney 


Tariffs of joint rates, whether published by individual rail- 
roads or by agency tariff bureaus, are concurred in by the lines 
other than those publishing the tariffs, but which are parties 
to the joint rates or routes, through the filing of concurrences 
with the Interstate Commerce Commission or with the state 
commissions that have jurisdiction. These documents are for- 
mally executed by executive or traffic officers of the carriers 
who wish to concur in joint rates. The originals are filed with 
the proper commission offices, while duplicates are deposited 
with the agencies or carriers publishing the tariffs. Copies are 
retained as permanent records by the carriers granting them. 


The power of attorney used in constituting a person the 
agent or attorney with power to publish tariffs for a single rail- 
road or for a road jointly with other carriers must be executed 
by the president of the carrier granting the authority and at- 
tested by the secretary under the corporate seal of the company. 
Concurrences are executed by traffic officers without attest or 
corporate seal. Each power of attorney and concurrence is 
numbered and careful records are kept of the powers of attorney 


Form No. 1 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


That the ‘ 
has made, constituted and appointed and by these presents 
does make, constitute and appoint ° 
its true and lawful attorney and agent for the said company 
and in its name, place, and stead, to FILE tariffs, classifica- 
tions and exception sheets and amendments thereto, as re- 
quired of common carriers by the act to regulate commerce 
and by regulations established by the Interstate Commerce 
Commission thereunder, for the period of time, the traffic and 
the territory now herein named: 

And the said 
does hereby give and grant unto its said attorney and agent full 
power and authority to do and perform all and every act and 
thing above specified as fully to all intents and purposes, as if 
the same were done and performed by the said company, hereby 
ratifying and confirming all that its said agent and attorney 
may lawfully do by virtue hereof, and assuming full responsi- 
bility for the acts and neglects of its said attorney and agent 
hereunder. 

IN WITNESS WHEREOF, the said company has caused 
these presents to be signed in its name by its 
president and to be duly attested under its corporate seal by 
IB. coccccccccccccccccccecces 6:66:80 010 8:0-010:00- 00:0 9'9S:0:82- 9-08 secretary at 

Acta raene coop 10 CHO SIRO CF... ccccccees 
(CORPORATE SEAL) day 


Attest: 





and concurrences granted, since they are important grants of 
power to be carefully guarded against abuse and error. 


The Power of Attorney, FX 1 


The form of the powers of attorney to be granted by car- 
tiers to those who publish their tariffs is prescribed by the 
Commission. These forms, when properly executed by the car- 
Tiers’ executive officers and filed with the Commission, “make, 
constitute and appoint” the designated agents to file tariffs, 
classifications, and exception sheets, and amending supplements 
to any of these publications as required by law, in the place 
and as the agents and attorneys of the carriers. 


Powers of attorney may be limited in three respects: First, 
as to period of time the power is to run; second, as to traffic 
included in the grant; third, as to territory embraced in the 
authorization. 

The powers not only grant complete authority to the attor- 
heys and agents, but ratify and confirm the lawful actions of 
the agents and place the responsibility for the acts and omis- 
sions of the agents upon the carriers issuing the authorizations. 
- A copy of a power of attorney (FX 1) is shown in Form 

o. 1. 
Concurrence Form FX 2 


The concurrence form known as FX 2 is one of the most 
limited types of concurrence, as it grants only the assent and 


concurrence of the carrier issuing it to the publication and 
filing of one particular tariff definitely referred to in the con- 
currence and to the extent to which the issuing carrier is shown 
as a participating carrier. It has the effect of accepting and 
ratifying the tariff referred to, published by another carrier or 
agent. This acceptance, like other concurrences, is binding on 
the carrier granting the concurrence until the authority is re- 


Form No. 2 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 
panieaee pce ewwewwes eo 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is to certify that the Eastern Railroad Company as- 
sents to and concurs in the publication and filing of the rate 
schedule described below, together with supplements thereto 


and reissues thereof which the named issuing carrier or its 
agent may make and file, and hereby makes itself a party 
thereto and bound thereby, until this authority is revoked by 
formal and official notices of revocation placed in the hands of 
of the Interstate Commerce Commission and of the carrier to 
which this concurrence is given. 

Title and number: ........... wa webines pakowewens ‘vneeeee~nee 
Date of issue: 
Date effective: ....cccceee 

Issued by 


(General Freight Agent) 





voked by the filing of formal notice of revocation with the Com- 
mission and with the carrier or agent to which the concurrence 
has been given. Form No. 2 is a typical concurrence form FX 2. 


Concurrence Form FX 3 


FX 3 is the type of concurrence used to grant authority to 
a carrier or an agent to make, publish, and file tariffs that quote 
rates, rules, and regulations in which the carrier issuing the 
concurrence is shown as a participating carrier in so far as 
the rates apply via and to points on its line but not from points 
on the road of the carrier granting this limited concurrence. 


Form No. 3 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is certify that the EASTERN RAILROAD COMPANY 
assents to and concurs in the publication and filing of any 
freight-rate schedule or supplement thereto which the 


eee erase seeeseeses SOPH SEH HEHEHE EHSEHETESEESEEEHEEEE EEE EEE EE EHEEEE 


or its agent may make and file in which it is shown as a par- 
ticipating carrier, and hereby makes itself a party to and 
bound thereby in so far as such schedule contains rates apply- 
ing via its line and to, but not from, thereon, until this au- 
thority is revoked by formal and official notices of revocation 
placed in the hands of the Interstate Commerce Commission 
and of the carrier to which this concurrence is given. 


EASTERN RAILROAD COMPANY, 


| RES SN et onitheessebeneneeoe ooep 
(General Freight Agent) 





A copy of the form used in granting an FX 3 concurrence 
is shown in Form No. 3. 


Concurrence Form No. 4 


Another special limited concurrence form is used to grant 
authority to a carrier or its agent publishing tariffs in which the 
carrier issuing the concurrence is shown as a participating car- 
rier in so far as such tariff or tariffs apply specifically between 
certain points, directions, routes or descriptions of traffic spe- 
cifically designated in the concurrence. Concurrences of this 
type are used by participating carriers to grant authority to 








604 


publish rates on one commodity or a group of allied articles to 
other carriers or tariff publishing agencies. 
Concurrence Form FX 4 is shown in Form No. 4. 


Concurrence Form FX 5 


Concurrence Form FX 5 is a comprehensive delegation of 
authority issued by roads shown in tariffs filed by another road 


Form No. 4 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is to certify that the EASTERN RAILROAD COM- 
PANY assents to and concurs in the publication and filing of 


any freight rate schedule or supplement thereto which the 


or its agent may make and file, and in which this a is 
shown as a [ong en carrier, and hereby makes itself a 
party to and bound thereby in so far as such schedule contains 
rates applying upon , until 
this authority is revoked by formal and official notices of re- 
vocation placed in the hands of the Interstate Commerce Com- 
mission and of the carrier to which this concurrence is given. 


| aimee RAILROAD COMPANY, 
y 
(General Freight Agent) 


or agent in which the carriers issuing the concurrences are 
shown as participating carriers in so far as the schedules of 
rates, rules and regulations publish rates applicable to points 
of the lines of the participating carriers, from points on their 
lines, or to traffic passing over their lines, in connection with 
through movements of traffic. 

Form No. 5 is the concurrence used in granting this type of 
authority under FX 5. 


Concurrence Form FX 6 


Concurrences to agents or joint agencies to publish and file 
tariffs in which the roads granting the concurrences are shown 
as participating carriers correspond to other forms granted 
individual roads or their tariff publishing and filing agents. 
Concurrence FX 6 is granted to agencies or joint agents to 
publish rates in which the lines issuing the concurrences are 
named as participating agents and bind the carriers to the 
rates, rules, and regulations contained in these tariffs to the 
extent that the tariffs contain rates that apply via the lines 
of the participating and concurring carriers as well as to traffic 
destined to points on their lines but not in connection with traffic 
originating at stations on the roads issuing the concurrence. 

Form No. 6 is a typical FX 6 concurrence. 


Concurrence Form FX 7 


FX 7 is the type of concurrence issued by lines shown as 
participating carriers in tariffs published by agents or joint 


Form No. 5 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is to certify that the 
assents to and e¢eoncurs in the publication and filing of any 
freight-rate schedule or supplement thereto which the........ 


or its agent may make and file, and in which this company is 


shown as a participatin, 


carrier, and hereby makes itself a 
party to and bound there 


in so far as such schedule contains 
rates applying to and from stations on its lines, and via its 
lines, until this authority is revoked by formal and official 
notices of revocation placed in the hands of the Interstate Com- 
merce Commission and of the carrier to which this concurrence 


is given. 
apenas RAILROAD COMPANY, 
7 
(General Freight Agent) 


agents binding the concurring carriers to the tariffs to the rates 
quoted by the tariffs applying via the lines of the concurring 
carriers as well as rates quoted to and from points on their 
lines. This form of concurrence granted agents or agencies 
corresponds with the Form FX 5, granted to individual lines or 
their agents. 

A copy of the form used in granting an FX 7 concurrence 
is shown in Form No. 7. 
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Concurrence Form FX 8 


Concurrences that authorize the publication of tariffs py 
agents or joint agents and concur or assent in the tariffs in g 
far as the tariffs contain rates applying on all types of freight 
traffic except coal and coke from points on the lines of the cay. 
riers named in the concurrences to the territories describeg 
specified in the concurrences. Form No. 8 is a typical form of 
concurrence FX 8. 


Form No. 6 


Duplicate 
TO BE FILELC 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is to certify that the EASTERN RAILROAD COM- 
PANY assents to and concurs in the publication and filing of 
any freight rate schedule or supplement thereto which the 


or either or any of them, may make and file through their agent 
and attorney , and in which it is shown as a 
participating carrier, and hereby makes itself a party to and 
bound thereby in so far as such schedule contains rates apply- 
ing via its line, and to but not from points thereon, until this 
authority is revoked by formal and official notices of revocation 
placed in the hands of the Interstate Commerce Commission 
and of the carrier to which this concurrence is given, or of its 
agent and attorney herein named. 


—_— RAILROAD COMPANY, 
(General Freight Agent) 


The distinction between the concurrences and power of 
attorney forms may be summarized briefly as follows: 


- 1—Power of attorney granted to appoint tariff publishing 
agent. 

FX 2—Concurrence to specific tariff only. 

FX 3—Concurrence in rates applying via and to but not from 
points on concurring line. 

FX 4—Concurrence in rates applicable on specific types of traffic. 

FX 5—Concurrence in rates published to, from, and via lines of 
concurring carrier. 

6—Concurrence in rates applying via and to points on line 
< participating carrier but not from points on participating carrier's 
ne. 

FX 7—Concurrence granted to agents or joint agents in tariffs 
publishing rates applying via as well as to and from points on the line 
of the participating carriers. 

FX 8—Concurrence granted to assent to rates applicable to all 


Form No. 7 


Triplicate 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 
pomeaeaeinecwesen 19... 
TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 

This is to certify that the EASTERN RAILROAD COM- 


PANY assents to and concurs in the publication and filing of 
any freight rate schedule or supplement thereto which the 


or either or any of them, may make and file through their agent 


and attorney , and in which it is shown as a 
participating carrier, and hereby makes itself a party to and 
— thereby in so far as such schedule contains rates apply- 
ng. 

VIA its line, and TO and FROM points thereon un- 
til this authority is revoked by formal and official notices of 
revocation placed in the hands of the Interstate Commerce 
Commission and of the carrier to which this concurrence is 
given, or of its agent and attorney herein named. 


—— RAILROAD COMPANY, 
7 
(General Freight Agent) 





traffic except coal and coke from points on other lines to a defined 
territory on the line of the concurring carrier. 


Revocation of Powers of Attorney and Concurrences 


Powers of attorney endowing individuals with the authority 
to issue tariffs applicable in interstate commerce for the ac- 
counts of railroads may be revoked by filing notice thirty days 
in advance of the date of revocation with the Interstate Com- 
merce Commission. The powers of attorney may, moreover, be 
transferred from one individual to another by filing notices of 
the transfers with the Commission and by revoking the powers 
of attorney granted the former agents at the same time. New 
powers of attorney are executed and filed with the Commission. 
If transfers are made in this fashion, concurrences of the car- 
riers parties to the joint rates may be transferred from the old 
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to the new agents through the filing of properly executed forms 
of transfer with the Commission if identically the same carriers 

t concurrences to the new agents as to the old. If, how- 
ever, there are any changes in the lists of carriers for which 
the agents are to publish tariffs, the concurrences issued to 
the preceding agents must be canceled and new ones executed 
in favor of the new agents must be filed with the Commission. 

Concurrences to tariffs in interstate traffic may be revoked 
by filing notices of revocation with the Interstate Commerce 
Commission and serving copies of the revocation notices with 
the carriers to which the concurrences were given. The revo- 
cation notices must specify the date on which the revocations 
are to become effective, so that the full thirty days’ notice may 
be given in connection with the tariffs on which contain the 

anges. 

is it revocations are filed by participating carriers withdraw- 
ing concurrences giving notice of the prescribed period from 
rates named in tariffs published by other carriers, the responsi- 
bility to make the changes rests on the carriers publishing the 
tariffs. If the carriers that have issued the tariffs fail to amend 
the tariffs in accordance with the instructions contained in the 
revocation notices, they are liable to the carriers, the orders 
of which have not been executed for the error. If the changes 
contained in the revocation result in increases in rates, the 


Form No. 8 


Original 
TO BE FILED 
WITH THE INTERSTATE COMMERCE COMMISSION 
Traffic Department 
EASTERN RAILROAD COMPANY 


TO THE INTERSTATE COMMERCE COMMISSION. 
Washington, D. C. 
This is to certify that the EASTERN RAILROAD COM- 
PANY assents to and concurs in the publication and filing of 
any freight rate schedule or supplement thereto which the 


or either or any of them, may make and file through their agent 


and attorney , and in which it is shown as a 
participating carrier, and hereby makes itself a party to and 
bound thereby in so far as such schedule contains rates apply- 
ing upon all freight traffic (except coal and coke), from points 
on the lines of the above-named carriers to the following de- 
scribed territory: 


until this authority is revoked by formal and official notices 
of revocation placed in the hands of the Interstate Commerce 
Commission and of the carrier to which this concurrence is 
given, or of its agent and attorney herein named. 


EASTERN RAILROAD COMPANY, 
(General Freight Agent) 


carriers failing to make the changes are liable to the revoking 
carriers for the amounts that should have been collected. Ship- 
pers or consignees cannot be charged higher rates, for the rates 
contained in the lawfully filed tariffs are the lawful rates and 
the only ones that can be used. The carriers that have given 
revocation notices in the forms prescribed by the Commission 
are relieved of any responsibility to protect the old basis of 
rates after the expiration of the period of sixty days. The 
issuing carriers are, therefore, responsible to shippers or other 
carriers for damages that result from their failure to give effect 
to the revocations. 

If carriers issued tariffs containing rates applicable in con- 
nection with traffic to or from points on other lines or via other 
lines without having obtained the proper type of concurrence 
or without having obtained any concurrence, the responsibility 
is theirs. The carriers shown as participating carriers that have 
not given concurrences are not bound nor permitted to protect 
the rates quoted. The tariffs are not lawful and cannot be pro- 
tected. If the carriers issuing tariffs use limited concurrences 
in such ways as to broaden the scope of these grants of author- 
ity, they are also liable. The carriers deprived of their proper 
revenues through any abuse of their right to concur or refuse 
to concur in joint rates, are not obligated to assume any of the 
burden. In fact, they are in duty bound to refuse to apply the 
rates quoted in the illegal tariffs and may look to the carriers 
exceeding their powers in publishing the rates to reimburse 
them for the difference between the rates on which the traffic 
moved and the amounts that would have been collected had 
hot the improperly issued tariffs been issued and filed. 


LOCATION OF CARS 


The semi-monthly bulletin of percentages of freight cars 
on line to ownership of Class I roads, as of February 1, issued 
by the American Railway Association, showed the following: 
Eastern district, 98.5 as against 100 a year ago; Allegheny, 100.8 
as against 100.5 a year ago; Pocahontas, 79.7 as against 74.1 a 
year ago; Southern, 98.1 as against 99 a year ago; Western, 99.2 
as against 97.6 a year ago; all districts, 98.3 as against 97.9 a 
year ago; Canadian roads, 97 as against 95.9 a year ago. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront — dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. nage 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





oo 


Fourth Section Departures Compounded—Removal of a Violation 
of the Aggregate-of-Intermediates Rule Would Result in a 
New Violation of the Long-and-Short-Haul-Rule. 
California.—Question: We would appreciate your letting us 

have reference to any decisions of the Interstate Commerce 

Commission for or against a case similar to the following. Your 

own opinion in the matter will also be very much appreciated. 
When it is required for a carrier to publish through rates 

which are equal to the sum of intermediate separately established 
factors, one or more of which factors contain departures from the 
provisions of the Fourth Section, but which are properly pro- 
tected by Fourth Section Order, can such through rates be estab- 
lished and assessed without such through rate being protected 
by a specific Fourth Section Order to cover the through rate? 


Answer: For the sake of illustrating the situation, let us 
say there is a joint rate of 46 cents from A to E applicable via 
line B. From A to C there is a 20-cent local rate via same route, 
and 25 cents to B (an intermediate point). The 20-cent rate from 
A to C is protected by appropriate fourth section order. Then 
from C to D there is a local of 25 cents, and from C to E a local 
of 20 cents. The rate from C to E being lower than from C to D 
(an intermediate point), the carrier has obtained fourth-section 
relief on that’ factor, also. The result is then that we have a 
combination rate from A to D of 45 cents, and a joint through 
rate from A to E of 46 cents and there is no violation of the 
long-and-short-haul rule in effect in this situation today. How- 
ever, the 46-cent rate from A to E is in excess of the 40-cent 
combination made up of the 20-cent rate from A to C plus the 
20-cent rate from C to E, and is, therefore, in violation of the 
aggregate-of-intermediates clause. Clearly, to remove the latter 
violation the 46-cent rate will have to be reduced to 40 cents, but 
this will be making the rate from‘A to E 40 cents while today 
the rate from A to D is 45 cents, and would be creating a new 
discrimination, i. e., between D and E where none exists today. 
We have the anomaly, therefore, of trying to remove a violation 
of the aggregate of intermediates rule by creating a violation 
of the long-and-short-haul rule. 


There are no decisions by the Commission, of which we are 
aware, which would cover this sort of situation. When viewed 
from the standpoint that a carrier cannot create a new viola- 
tion of the long-and-short-haul rule without first seeking fourth 
section relief, it would appear that it must here secure a fourth 
section order granting relief from the long-and-short-haul rule 
in order to enable the carrier to remove its present violation of 
the aggregate-of-intermediates rule. When viewed in the light of 
the fact that when the Commission grants fourth section relief 
on a certain rate for local traffic, it automatically does so when 
such protected rate is to be used for combination purposes, the 
situation seems to take on a different aspect. For instance, if a 
rate from Nashville, Tenn., to Bristol, Va., is 25 cents, and from 
Nashville to Lynchburg, Va., is 20 cents, and is protected by ap- 
propriate fourth section order, then on shipments originating 
at points beyond Nashville where rates are made on the Nash- 
ville combination when destined to Bristol, the rate from such 
other points of origin would be higher, naturally, than the rates 
from the same points to Lynchburg, yet the Commission does not 
hold the latter rates to be unlawful violations of the fourth sec- 
tion. If approval of these departures for local application auto- 
matically approves them where the protected rates are used as 
factors for making combinations from or to points beyond, then 
removal of the through rate of 46 cents from A to E, it is argued 
by some, could be accomplished without a new fourth section 
order, even though it is creating a new discrimination. The new 
discrimination, however, would be between D and BH, but if this 
situation had been before the Commission when relief was 
granted on the rate from C to E, we believe it would have simply 
ordered the through rate from A to E cancelled, and its relief 
on traffic from C to E would apply on traffic moving from A to E 
where the combination from A to E is made over C. 


Transit Privileges—Mixing State and Interstate Tonnage In 
Same Car Under Same Bill of Lading 


Oklahoma.—Question: When fabricating pull rods at Tulsa, 
Oklahoma, under transit privilege and reshipping from Tulsa to 
DeNoya, Oklahoma, applying Chicago tonnage via Santa Fe lines, 
we include a flat weight of non-transit tonnage which moves in 
the same car with the fabricated articles. For instance, we have 
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36,460 pounds of transit and 1,260 pounds of non-transit tonnage 
to move from Tulsa. Should we be protected with the short-line 
rate or the long one? The Santa Fe has rendered a balance due 
bill and asks that we make settlement, but we believe we should 
be protected with the carload rate on the material moving as 
flat or non-transit tonnage. 

Answer: We have been unable to locate any decisions by the 
Interstate Commerce Commission in point, but our view is that 
the non-transit portion of the shipment should be charged at the 
local interstate rate from Tulsa to DeNoya applicable via the 
route over which the transit shipment must move from Tulsa to 
DeNoya. The transit tonnage controls the routing of the car and 
the rates applicable. 

Obviously, the flat tonnage cannot be routed one way and 
the transit tonnage another. We think when you loaded the flat 
tonnage into this transit car under the provisions of the inter- 
state transit tariff and covered all the load with a single bill of 
lading to be charged at the carload rate to destination without 
at the same time being subject to the state minimum weight, 
the entire tonnage in the car should be treated as interstate 
traffic. 

State vs. Interstate Commerce—Reweighing Is An Incident of 
the Transportation. 

Tennessee.—Question: Please advise whether, after a car 
moving interstate is placed at the consignee’s location for un- 
loading, and within free time, on request of consignee, the car 
is switched to the carrier’s scales for reweighing, shipment is 
to be .considered still in interstate commerce until returned to 
the consignee’s location for unloading. 

Answer: In Detroit Coal Exchange vs. M. C. R. R., 38 I. C. C. 
79 (80181), the Commission said: 


The jurisdiction of this Commission to pass upon the weighing 
charge is challenged. The weighing service, although performed after 
the initial physical delivery of the car, is nevertheless an incident of 
the transportation service, especially as the weight secured is used in 
the computation of freight charges and in the settlement of claims 
for shortage. When the transportation is interstate some of its inci- 
dents, such as receipt, delivery, storage, demurrage, car service, and 
weighing, assume an interstate character. As the act to regulate com- 
merce applies to ‘‘all services in connection with the receipt, delivery, 
* * * and handling of property transported,’’ our conclusion is that we 
have jurisdiction of the weighing service. Wilson Produce Co. vs. Pa. 

‘ Co., 144 I. C. C.. 176, 173: C. KR. L. & P. Ry. Co. vs. Hardwick 
Elevator Co., 226 U. S. 426; New England Coal & Coke Co. vs. N. & 
W. Ry. Co., 22 L. C. C. 398. 


Accordingly, we would say, the car was still in interstate 
commerce, providing, of course, the consignee has not taken 
actual possession, as, for example, by breaking bulk and partly 
unloading, which does not appear to be the case from the facts 
stated. 

Interline Settlement of Overcharge Claims Between Carriers. 

Maine.—Question: Kindly interpret Freight Claim Rule 259 
as applied to the following situation: 

A carload shipment originates with carrier “A” and moves 
over “B,” “C,” “D,” “E” and “F” Lines. “F” is the last carrier. 
A claim for $2.25 is submitted for overcharge on weight, which 
is apportioned as follows: A, 27 cents; B, 49 cents; C, 39 cents; 
D, 17 cents; E, 59 cents; F, 34 cents. 

“A” is the settling carrier. How should the above amounts 
be debited? 


Answer: Rule 259 provides in part: 


When three or more carriers are involved, the paying carrier shall 
charge the intermediate carrier any amount less than one dollar 
($1.00) when the entire proportion due from succeeding carrier or 
carriers is one dollar ($1.00) or more. 


The fourth paragraph of this rule provides: 


When the last carrier’s proportion is less than one dollar ($1.00) 
the paying carrier shall charge the intermediate carrier its propor- 
tion together with that of the last carrier if the two aggregate one 
dollar ($1.00) or more. 


It is our view that you have correctly debited the amounts 
under provisions of the paragraph first above quoted; also, that 
the second provision quoted relates only to a three-carrier claim 
in which case the amount chargeable to the last carrier when 
less than $1.00 but added to the intermediate line’s proportion 
aggregates a dollar or more, will be added to the intermediate 
line’s proportion. Note the rule says this will be done “if the 
two” aggregate one dollar or more. Your claim shows four 
intermediate carriers, and the rule last quoted would not indi- 
cate to which intermediate carrier’s proportion the last carrier’s 
proportion should be added if we should attempt to apply this 
rule to a six carrier claim. 


Freight Charges—Carrier’s Authority to Collect on Shipments 
Lost in Transit—Loss Occurring While in Water Carrier’s 
Custody. 


Canada.—Question: We shall be glad if you will kindly 
publish your opinion regarding the following, with which we 
are at present confronted. 

Carloads of freight were shipped from point in the United 
States, on straight bills of lading, to this company at Pacific 
coast destination, requiring car-barge delivery, taking Note 4 
rates as shown on page 115 of Transcontinental Freight Bureau 
Tariff 4-Y (Toll’s I. C. C. 1188) and subject to Note 186 on page 
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138, which states that rates do not include marine insuranc, 
while in transit by car barge. 

While in transit, car barge sprang a leak and cars and 
contents were lost overboard and not recovered. Are Carrierg 
entitled to collect all or any part of the freight charges from yg 
seeing that shipments were covered by through bills of lading 
and rate, but delivery not being made? 

Answer: Under Section 20, Paragraph 11, of the Interstate 
Commerce Act, the initial carrier may be held liable for any 
loss, damage or injury to property caused by it or by any of 
its connections to which such property is delivered, whey 
transported on a through bill of lading: 


Provided, that if the loss, damage or injury occurs while the prop. 
erty is in the custody of a carrier by water the liability of such 
carrier shall be determined by and under the laws and regulations 
applicable to transportation by water, and the liability of the initig| 
carrier shall be the same as that of such carrier by water * * *. 

As to the liability of water carriers, see Section 9 of the 
Uniform Bill of Lading, page 38, of the Consolidated Classifica. 
tion. The fact that rates do not include marine insurance js 
not important here, except that the marine insurance policy 
makes the insuring carrier an insurer of the goods and, as 
such, subject to exercise greater diligence and liable for slight 
negligence, whereas without marine insurance the carrier js 
liable only for gross negligence or for failure to exercise ordi. 
nary care and is allowed certain exemptions, such as the perils 
of the sea, fire, explosions, etc. 

The above runs to the question of the liability of the car. 
riers for the loss. You do not state whether or not recovery 
has been had, but if it has, and on the legal basis, that is, 
market value at destination, then that basis includes freight 
charges, and so the rail carrier is entitled to reimbursement 
for its charges. 

On the other hand, if damages are not recoverable, due 
to the fact that the carriers are not liable for the loss, your 
failure to take marine insurance under which you might have 
recovered damages does not, in our opinion, prevent the rail 
earrier from collecting its freight charges. It performed its 
service and so is entitled to its charges. See Southwestern 
Portland Cement Co. vs. Texas & Pacific Ry., 41 I. C. C. 39. 


Limitation of Actions—Statutory Provisions vs. Bills of Lading 
Provisions—Virginia Intrastate Traffic 


Virginia.—Question: Will you please advise me whether or 
not section 2 (b) of the bill of lading. contract is enforceable 
on Virginia intrastate traffic? In other words, are we required 
to file claim within six months or suit within two years and 
one day after delivery on a shipment moving wholly within 
the state of Virginia? 

Answer: Hubbels Legal Directory, containing a compila- 
tion of the limitation statutes of the several states, shows that 
actions at law to recover money upon a contract in writing not 
under seal may, in Virginia, be brought within five years. 

In Leigh Ellis & Company vs. Davis, 260 U. S. 682, it was 
held, in effect, that the limitation provision of the bill of lading 
was a contractual provision. 

However, in Louisiana & Western R. R. Co. vs. Gardner, 
273 U. S. 280, the Supreme Court held that the state statute 
and not the bill of lading provisions applied, the bill of lading 
provision being in conflict with the transportation act, in that 
it provided for a shorter period than the statute allowed. The 
court held that neither the Cummins amendment nor the trans- 
portation act was intended to operate as a statute of limitation, 
but only to restrict the carriers from fixing a shorter period, 
and that as there was no federal statute of limitations, the 
state statute applied, citing Campbell vs. Haverhill, 155 U. S. 
610, 618, etc. 

However, had the attention of the court been called to the 
provisions of the bill of lading, as published in the Consolidated 
Classification and filed with the Interstate Commerce Commis- 
sion, which in turn was made part of the tariff publishing the 
rate by its reference thereto, the result might have been other- 
wise. This on the ground that the bill of lading carried in the 
classification constituted the contract in so far as it was in 
conflict with the bill actually signed. 

In this connection, see Thomas Creamery Co. vs. Sou. Pac., 
189 N. W. 210, decided by the Supreme Court of Michigan, July 
20, 1922, in which it was held that the schedules and tariffs of 
a carrier on file with the Interstate Commerce Commission are 
part of the contract of shipment whether incorporated in the 
bill of lading or not. See also Acme Evans Co. vs. B. & 0. 
(Md.), 121 Atl. 571. 

We, of course, do not know what view the courts of Vir- 
ginia would take of this question, but are of the opinion that 
if the issue were properly presented, they would follow the 
Leigh Ellis case, supra, and hold that the bill of lading provi- 
sions should govern. 

Astray Shipments—Right of Carrier to Hold Until Owner !s 
Located 

New York.—Question: We have been informed by the car- 
rier concerned that there is a shipment on hand at one of their 
stations which is marked with our name and address, which 
arrived at that station on an astray waybill. Shipment con- 
sisted of material that we job, and during the course of a year 
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N THESE luxurious days we like 
a little comfort with our travel. 
Ocean liners are like magnificent 
floating hotels. Passenger trains offer 
the traveler anything from a sump- 
tuous dinner to a shave and haircut. 


This being the case even live stock 


can quite properly expect to ride in . 


de luxe fashion. 

That is the Pennsylvania’s reason 
for running ‘Man O’ War’—a lim- 
ited train for live stock. This big 
freight, named and scheduled like 
any passenger limited, brings in its 
cargo of cattle and hogs on time— 
just as the passenger flyer discharges 
its human burden promptly. 


And though the best of service is 
rendered to patrons—there’s noextra 
fare. 

“Man O’ War” swings out of the 
Chicago yards every evening to begin 
its run to Eastern Markets. All its 
four-footed passengers are comfort- 
ably settled in large well-equipped 
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“MAN O’ 


A Limited Train for 


four-footed passengers 


stock cars of the most modern type— 
the kind that afford plenty of fresh 
air and sunlight for the trip. 

“Man O’ War” doesn’t carry a 
diner, but everybody eats together 
the following evening at the Pitts- 
burgh Union Stock Yards where the 


cuisine is unsurpassed. 
And to ward off fatigue there’s a 





Here are some other Pennsyl- 
vania freight trains whose 
regular on schedule perform- 
ances have earned them dis- 


tinctive names: 





‘“UNCLE SAM”’ 
Perishable Freight 
St. Louis to Seaboard Cities 


“THE YANKEE” 
Perishable — Merchandise 
New England to Chicago 


‘““THE GAS WAGON” 
Merchandise 
Detroit to Seaboard Cities 


WA 


“Man O’ War” ts one of the most 
important trains in the great fleet of 61 
named Pennsylvania freights that have 
set remarkable records for regularity 
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and dependability of on time arrival. 
Month after month these “‘Limiteds of 
the Freight Service’ have held to their 
schedules rigidly. 





five hour rest period here, after which 
the stock hops aboard again and 


“Man O’ War” pulls out on the final 
lap of its journey to Eastern Markets. 


Shower baths for 
“High Hat’ hogs 


When the weather’s sultry and “Man 
O’ War” has hogs aboard, the great 
American institution of the shower 
bath comes into play. At watering 
stations along the route the cars con- 
taining hogs are drenched frequently. 
Could even the most particular hog 
ask more? 


Live stock coming off the Chicago 
Market as well as shipments from 
other Western Stock Yards routing 
through the Chicago Gateway are 
carried by this dependable Pennsyl- 
vania freight train. And “Man O’ 
War’s” consistent on schedule ar- 
rivals at Eastern Terminals have 
won for it a big reputation with ship- 
pers in the live stock trade. 


Carries more passengers, hauls more freight than any other railroad in America 
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we have had any number of such shipments between the manu- 
facturing plant and our warehouse. Neither the manufacturer 
nor ourselves can locate any short delivery of any of the ship- 
ments for the year. The station where the shipment is on hand 
is entirely off-route. The route ordinarily taken by such ship- 
ments is intrastate, but the point in which the shipment is 
located is in another state, and in order to have the material 
sent to our warehouse would require an interstate movement. 

We understand that the carrier will not deliver the material 
unless we can show proof of ownership. As we can show no 
shortage at this time on any of the shipments received, we 
are of the opinion that, since the shipment is marked for us, we 
are entitled to it. Can you refer us to any ruling of the Com- 
mission to cover such a situation? It seems to us that we 
should be able to claim a piece of material with a bond of 
indemnity, but we can find no authority of such a procedure. 

We further understand that other receivers of freight have 
been up against such a proposition from time to time, and we 
would appreciate your giving us the fullest information possible. 

Answer: It seems to us that the reasonable thing for the 
carrier to do would be to accept your bond of indemnity for the 
value of the shipment and deliver same to you, making proper 
record in its accounts showing disposition made to meet a claim 
which might subsequently be filed by some other party claim- 
ing the shipment. We know of no law, however, which would 
compel the carrier under the circumstances you recite to ac- 
cept the bond and make delivery, if the carrier insists on your 
first establishing your right to the goods. If you are able to 
prove the goods belong to you, you could sue out a writ of 
replevin, furnish the court with bond and then at the trial 
establish your ownership or right to possession. If you should 
lose in such suit, however, you would have to either return the 
goods or forfeit the bond to the railroad company. Another 
plan would be to demand delivery and secure the carrier’s re- 
fusal, then sue it for the conversion. You would then have 
to establish your ownership or right to possession, just as in 
a replevin suit. The fact that the shipment is marked for you 
might be accepted as proof that it was intended for you, but 
we do not think that fact alone would prove your right to pos- 
session. There might be an order bill of lading with draft 
attached outstanding against this shipment, and if that be the 
case you would have no right to possession until the draft was 
lifted and bill of lading surrendered to the carrier, notwith- 
standing the fact that the shipment is marked for you. A tracer 
by the consignor might develop that you have no right to pos- 
session of the shipment—that it was improperly marked for 
you, or otherwise. 

We believe, under the circumstances, if the carrier refuses 
to make delivery, you would have to resort to one of the above 
actions in order to compel delivery to you. 

Damages—Deduction of Cash Discount 

South Carolina.—Question: We made a shipment via a cer- 
tain carrier which was invoiced to the consignee at a stipulated 
price, subject to a cash discount of 5 per cent if paid within 15 
days from date of the invoice. Some of the material was dam- 
aged and we filed claim with the carrier; this carrier has now 
asked us to allow them the discount offered for cash, although 
the claim was not filed until after the cash discount period had 
elapsed. 

It is our understanding that under the interstate commerce 
act it is incumbent upon the carriers to make the claimant 
100 per cent whole, and we take the position that should the 
carrier be in position to settle a claim within the discount period 
they would be entitled to whatever cash discount was allowed 
the consignee, while, on the other hand, no discount should be 
allowed when the claim is paid after the expiration of the 
discount period. 


It will be appreciated if you will advise your views, and 
also quote any court ruling, etc., that you may be able to find 
bearing on this particular point. 

Answer: We are not aware of any decision of the Supreme 
Court, nor, in fact, of any other court decision which passes 
directly upon the question as to whether or not it is proper for 
the carriers to deduct a cash discount. A cash discount is an 
allowance made for the payment of a bill of goods within a 
stated period of time. 

If there is a market value at destination, this value is the 
one to be used in arriving at the liability of the carrier for loss 
or damage to shipments, this being what is known as the com- 
mon-law rule, as referred to in the decision of the Supreme 
Court of the United States in the McCaull-Dinsmore case. Where 
there is no established market at destination, in the event suit 
is filed, the burden is upon the claimant to prove the actual 
value of the goods. In the voluntary settlement of claims cov- 
ering loss of or injury to goods, which have no established mar- 
ket price, the invoice price of the goods is necessarily used, and, 
where used, the invoice price without deduction of the cash 
discount is what the shipper is entitled to, unless the condition 
under which it is made, namely, payment within the stipulated 
period of time, has been fulfilled by the purchaser. This for 
the reason that an invoice price based upon a cash payment, or 
a payment within thirty days or less, is a price separate and 
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distinct from one which contemplates the extension of cregj 
for a longer period of time, and the carriers should recognize 
this fact in settling claims for loss or damage. 
Damages—Measure of Where Carrier Holds Shipment as 
Warehouseman 

Tennessee.—Question: An L. C. L. shipment of dried beans 
in bags was shipped from Colorado to this point and was Un- 
loaded into carrier’s freight house. 

The usual mail notice was sent to consignee, who resided 
in this county. As goods were not taken from the freight houge 
until expiration of free time, storage charges on the goods stjjj 
held in freight house were assessed. 

During the storage period a bag was broken open agg. 
dently and some loss occurred. Can the consignee collect for 
this loss and, if so, on what bases and supported by what 
opinions? 

Answer: The rule of damages which governs the liability 
of a warehouseman is that when the property bailed is returneq 
in a damaged condition the measure of damages is the difference 
between the market price in good condition and its value jp 
the damaged condition. Hyde vs. Mechanical Refrigerating (Co, 
144 Mass. 422; Motley vs. So. Finishing, etc., Co., 132 N. E. 347. 

In the instant case, inasmuch as some time subsequent to the 
date of arrival of the car the carrier held the goods as a ware. 
houseman, if liability for negligence as a warehouseman be 
proved, it is our opinion that the amount of damages for which 
the carrier is liable as warehouseman, is the difference betweey 
the market value of the property in good condition and its 
market value in the damaged condition at the time of the ter. 
mination of the bailment. See Henderson Min. & Manufacturing 
Co. vs. Cimine (Ky.), 213 S. W. 23, in which the court said: 


It is further claimed that the measure of damages was incorrect; 
it being insisted that the proper measure of damages was the dif- 
ference between the market value of the apples just before the 
injury and their market value just after the injury. If this rule were 
applied to perishable property, it would be practically impossible to 
determine the amount of damage. Hence the termination of the 
bailment is the usual time for fixing the damages, and the measure 
of damages is the difference between the market value of the property 
at that time in good condition and its market value in the damaged 
condition, although the bailment was continued after knowledge that 
damage had occurred. Holt Ice, etc., vs. Jordan & Co. (Ind.), N. E. 
575; Patterson vs. Wenatchee Canning Co., 101 Pac. 721. 


See also Hansen-Rynning vs. O.-W. R. & N. Co. (Ore.), 209 
Pac. 462, in which the court held that where cans of salmon 
stored in defendant’s warehouses became rusty from a leak in 
the roof, plaintiff was entitled to the expense incurred in a 
reasonable endeavor to remove the rust from the cans, as well 
as the difference between the market value at the place where 
the injury occurred on the date of their return to the owner 
in the condition the goods were in after such reasonable en- 
deavor had been made to remove the rust and the market value 
at the same time and place if the property had been in good 
condition. 7 

Switching—Line Haul 

Minnesota.—Question: The writer recently had a car of 
coal move into A, Minnesota, via X Railway Company. Upon 
arrival at that point car was ordered placed on spur track 
which, we later found, is owned by the Y Railway, but X Rail- 
way performs the switching. . 

There is no switching rate published to cover such a move- 
ment and the Y Railway assessed a charge of 97 cents per ton, 
which is the five-mile distance rate. 

We contend carriers cannot apply a line-haul distance rate 
to cover a switch movement. Are we correct and can you give 
us reference to any Interstate Commerce Commission decision 
covering? This was an interstate movement. 

Answer: In Boston Wool Trade Association vs. D. G., 69 
I. C. C. 282, the Commission said: 


There is no exact or comprehensive definition of switching serv- 
ice * * * The fact that the movement may be made by a switch- 
ing engine not under train orders, or that it may be incidental or 
ancillary to another transportation service in no way explains these 
characteristics of switching service * * *%. 


See also, with respect to this question, Butcher vs. Director- 
General, 83 I.-C. C. 359, and Hilb & Bauer vs. Director-General, 
66 I. C. C. 279. The facts in the first case were that the switch- 
ing tariff applicable at destination did not provide a switching 
charge on coal. The delivering carrier, therefore, applied to the 
shipment what the defendant carrier termed a line-haul rate, 
which charge the defendant carrier refused to absorb under its 
absorption tariff. The Commission, with respect to the question, 
on page 360, said: . 


The shipments were handled by the Santa Fe in switching serv- 
ice, and the service rendered rather than the class of tariff in which 
the charge was published determines the character of the Santa 
Fe’s charge. The fact that the charge was published in a tariff 
naming line-haul rates, and in an amount per net ton rather than 
as a charge per car, makes it none the less a charge for switching 
and subject to the absorption rules of the line-haul carriers. 


In the latter case the Commission, on page 280, said: 


Defendant contends that these shipments were handled under 
regular billing, in trains subject to orders of train dispatchers, and 
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“San Diego Bay, landlocked and safe at all seasons, 
has an area of 22 sq. miles, with 39 ft. water, low water, 
over bar. It is one of the world’s 10 great harbors.” 


—The Americana Encyclopedia. 
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A VACATION 
SUGGESTION 


You really should 
know more about the 
shipping and industrial 
possibilities in San 

lego. Why not in- 
vestigate them during 
your vacation? Here, 
summer days are de- 
lightfully cool —and 
you’ll enjoy the many 
Sports and interesting 
things to see and do 
in this world - famous 
city of romance, prog- 
Tess, health, beauty 
and play. 


FREE. For informa- 
tion regarding your 
Particular industry 
or commodity, write 
to INDUSTRIAL 

DEPT. 782, Cham- 

ber of Commerce 

Bldg., San Diego, 

California. 
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A STRATEGIC 
DISTRIBUTING 
POINT 
San Diego is the western ter- 
minal of the shortest rail and 
water routes from Eastern points 
to the Pacific Coast. As the 
first American Port of Call north 
of the Panama Canal, it is the 
natural distributing point for 
Pacific Coast, South American 
west coast, and Far Eastern trade. 
EXCEPTIONAL SHIPPING 
FACILITIES 

Our port is at our front door. 
No intermediate hauls—no tug 
charges—no delays. Wharfs have 
ample modern equipment to expe- 
dite every handling operation. 

INDUSTRIAL OPPORTUNITIES 

Large and small tidewater 
industrial sites are still available 
thru leases, or by outright pur- 
chase, at exceptionally attrac- 
tive rates. San Diego County is 
one of the richest in the Nation 
for variety of minerals, precious 
metals, stones, non - metallics— 
with raw materials for many 
great industries nearby. Labor 
is plentiful at reasonable wages. 
Great markets are close at hand 
and developing rapidly in this 
fastest growing section of the U.S. 

A REMARKABLE CLIMATE 

In this pleasant year ‘round 
climate human efficiency in pro- 
duction is increased 10 
to 20%—building, heat- 
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Do Shippers Appreciate 
What the 


PORT or HOUSTON 


Has to Offer ? 


The following figures prove they do: 


: Number of — 
~ae veniees ee 
ee .. 1006 
Eee 1400 
SE ee 1907 
Pk threes eee 2376 
EE ee 2777 
A ere 3560 


Over Three times as many ships in 1927 as 
in 1922. 


No matter from what port you ship goods 
consigned to points in 


TEXAS 
LOUISIANA 
OKLAHOMA 
ARIZONA 
NEW MEXICO 
COLORADO 


and points in surrounding territory, route 
them through the Port of Houston. 


ee 


The PORT BOOK 


should be in your file. It contains data of 
— " oo to you. Send for copy, it is 


—? 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON : - TEXAS 
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that the movement performed was a line-haul service which necessi- 
tated the crossing of one or more river bridges and considerable 
switching and back hauling. Andrews is not shown in the governing 
tariffs as a point within the Cincinnati switching limits, and the rate 
of 1.5 cents per 100 pounds, minimum and maximum $15, is published 
as a transportation charge on carload traffic between Andrews and 
other points in Kentucky, on the one hand, and Cincinnati, on the 
other. The service performed by defendant in receiving the cars from 
the switching lines and delivering them to the consignee, or vice 
versa, was less than is generally performed in connection with line 
hauls. No evidence was offered by defendant in support of the in- 
herent reasonableness of the charges attacked. We are of opinion 
that the service was a line haul. 


In accordance with the above decisions, it is not the method 
of publication which determines whether or not a rate is a line- 
haul or a switching rate, but rather the class of service ren- 
dered, which determines whether or not a service is a switching 
service or a line-haul service. 

Rates—Application of—Two or More Lines Under Same Man- 
agement and Control 

Tennessee.—Question: On a movement from point A, lo- 
cated on a trunk line, to point B, located on a subsidiary, owned 
and operated by the trunk line, but treated as a separate entity, 
a mileage scale is published applying for both one-line hauls and 
two-line hauls, the two-line hauls based an arbitrary higher than 
the trunk line base. Please give us reference to leading cases 
decided by the Commission, holding that where a line is both 
owned and operated by another carrier, the single line mileage 
must apply. 

Answer: With respect to this question, see the Commis- 
sion’s opinions in Hudson and Thompson vs. N. I. & N. Railroad 
Co., 1386 I. C. C. 485; Raleigh Freight Bureau vs. A. C. L. R. R. 
Co., 107 I. C. C. 156; Brick and Drain Tile from St. Louis, 85 
I. C. C. 353; Cotton Manufacturers’ Association of South Car- 
olina vs. C. C. & O. Ry., 85 I. C. C. 181; U. S. War Department 
vs. A. & S. Ry., 883 I. C. C. 742 In the latter case the Commission 
said: 


In determining the application of single line and joint line scales, 
we have in numerous cases found that lines which are under com- 
mon control and management, though owned by separate corpora- 
tions, shall be deemed single units for rate-making purposes. Com- 
oe: — of, Superior, Wis., vs. Great Northern Railway Co., 24 
. & & te * *, 


Tariff Interpretation 
Illinois —Question: Will you kindly state what authority is 
possessed by a Classification committee (Official, Western and 
Southern) to enforce on a shipper a particular description of a 
commodity which is shipped? To be specific—the Western Clas- 
sification Committee insists that we describe some of our ship- 
ments on bills of lading as “Mineral Mixture for Live Stock Feed- 
ing.” We do not agree that our commodity is subject to that 
description. Are we, nevertheless, compelled to use that wrong 
description in connection with these particular shipments; and 
what is the authority for such compulsion? 
Answer: In Newton Gum Co. vs. C. B. & Q., 16 I. C. C. 341, 
the Commission, on page 346, said: 


This Commission has long since repudiated the suggestion that 
railroad officials may be looked to as authority for the construction 
of their tariffs (see Hurlburt vs. Lake Shore & Michigan Southern 


Ry. Co., 2 I. C. C. Rep. 122). We quote from Judge Cooley’s opinion 
in that case: 

“A classification sheet is put before the public for its informa- 
tion., It is supposed to be expressed in plain terms, so that the 


ordinary business man can understand it, and, in connection with 
the rate sheets, can determine for himself what he can be lawfully 
charged for transportation. The committee who prepared this classi- 
fication have no more authority in construction than anybody else, 
and they must leave the document, after they have given it to the 
public, to speak for itself. 


See also Harris Bros. Co. vs. Director-General, 60 I. C. C. 
428, in which the Commission, on page 430, said: 


Defendants also urge that the bills of lading must govern, and 
that complainant cannot show by parol evidence that the shipments 
were of something other than as described by it or its agent in the 
transportation contract contained in the bills of lading. This con- 
tention is without merit. See Carthage Marble & White Lime Co. 
Va OF. H.R. So., SI T. C. C. Gis. 


Inasmuch as either the courts or the Commission must de- 
termine what rate or rating is properly applicable on a given 
commodity, the matter can be determined either by your de- 
scribing the shipment as the carriers contend it should be 
described and your filing complaint before the Commission for 
overcharge, or by the carrier bringing suit for undercharges in 
the event that it accepts the shipments as you describe. 


Freight Shipped Subject or Not Subject to Uniform Bill of 
Lading Conditions 

California.—Question: Will you kindly explain the differ- 
ence between a “limited liability” and a “common carrier’s lia- 
bility” service as referred to in rule 1, paragraph (b), of the 
Consolidated Freight Classification? 

Answer: On pages 679, 680 and 681 of its opinion in docket 
4844, 52 I. C. C. 671, the Commission shows the distinction be- 
tween the liability of the carrier when goods are carried subject 
to all of the terms and conditions of the uniform bill of lading 
and its liability when the shipper elects not to accept all of the 
terms and conditions thereof. 
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Strictly speaking, goods delivered to a carrier for trang. 
portation are never carried at owner’s risk. 

However, the carrier’s liability is restricted to a certain ey. 
tent under the terms and conditions of the uniform bill of Jaq. 
ing, and this is the basis for the option which is offered the 
shipper under the provisions of rule 1, of the Consolidated Clag. 
sification to ship his goods at rates which apply when the goods 
are carried subject to the terms and conditions of the uniform 
bill of lading or at the rates which apply when the carrier's 
liability is limited only as provided by common law and by the 
laws of the United States and of the several states in so far 
as they apply. 

Provisions of the uniform bill of lading which are modifica. 
tions of the common law liability of the carrier are containeg 
in section 4. 

Freight Charges—Liability of Consignee Where Bill of Lading 
States that Charges Have Been Prepaid 

Illinois —Question: “A” rolls a car of watermelons from 
Florida to “B” in West Virginia. The car was originally billed 
prepaid and is also covered, like all watermelon shipments, by 
a bond given by the shipper for the protection or payment of 
all freight charges. 

When the car arrives at destination ‘B” sells the car to 
“C” for account of “A” and “C” pays a certain price delivered for 
the car, and “B” thinking that the shipper had prepaid the 
freight remitted the entire amount remitted to him by “q” 
to “A,” the shipper. 

Some months or a year later the carriers discovered their 
error of billing the shipment prepaid and attempted to collect 
the freight charges from “B” or “C.” “C” contends, and right- 
fully so, that he purchased the car delivered and under the 
terms of that sale, the seller was to assume the freight charges, 
The carriers then called on “B,” or the party who instructed 
the railroad company to deliver the car to “C,” for the freight 
charges, and “B” acquainted them with the fact that they had 
no funds belonging to “A” at that time. 

The writer remembers seeing a court decision on this point, 
in which an identical situation was involved, and the court held, 
if the writer remembers correctly, that the carriers could not at 
a later date collect freight charges from “B” because the car. 
riers in delivering the car freight charges prepaid in error, pre- 
vented “B” from protecting his common rights. 

Will you please give us any decisions on this particular 
point, or if you can locate the case referred to, please favor 
us with the citation. 

Answer: With respect to this question, see H. & T. C. R. 
Co. vs. Johnson (Tex.) 1 (2d) S. W. 706, which case contains a 
review of the law on this question as it has been developed 
up to the present time. 

We also direct your attention to paragraph 2 of section 3 
of the interstate commerce act, which provides: 

* * * Where carriers by railroad are instructed by a shipper 
or consignor to deliver property transported by such Carrier to a 
consignee other than the shipper or consignor, such consignee shall 
not be legally liable for transportation charges in respect of the trans- 
portation of such property (beyond those billed against him at the 
time of delivery for which he is otherwise liable), which may be found 
to be due after the property has been delivered to him, if the con- 
signee (a) is an agent only and has no beneficial title in the property, 
and (b) prior to delivery of the property has notified the delivering 
earrier in writing of the fact of such agency and absence of bene- 
ficial title, and, in the case of a shipment reconsigned or diverted 
to a point other than that specified in the original bill of lading, 
has also notified the delivering carrier in writing of the name and 
address of the beneficial owner of the property. In such cases the 
shipper or consignor, or in the case of a shipment so reconsigned or 
diverted, the beneficial owner, shall be liable for such additional 
charges, irrespective of any provisions to the contrary in the bill of 
lading or in the contract under which the shipment was made. An 
action for the enforcement of such liability may be begun within the 
period provided in paragraph (3) of section 16 or before the expira- 
tion of six months after final judgment against the carrier in an 
action against the consignee begun within the period provided in 
paragraph (3) of section 16. If the consignee has given to the car- 
rier erroneous information as to who the beneficial owner is, such 
consignee shall himself be liable for such additional charges, not- 
withstanding the foregoing provisions of this paragraph. 

Damages—Measure of—Injury to Goods 

Illinois —Question: November 3, 1927, we shipped from 
Antioch, Illinois, via the Soo Line, a trench digging machine 
consigned to ourselves at Dempster St., Evanston, Ill. It arrived 
there at noon, November 8, via the Chicago & North Western 
Railroad. 

When this machine arrived at Evanston, it was found to be 
in bad order, having shifted on the car, probably due to rough 
switching. Upon examination, we found the castings on the 
steering gear were broken. It took considerable time to unload 
this machine on account of its broken condition. It was, how- 
ever, unloaded the following day, but could not be moved until 
the damage had been repaired, which necessitated two days 108s 
of time, besides the expense of repairs. 

We have filed claim with the railroad company for the dam- 
age, including the two days’ loss of time at $35 per day, which 

is the usual charge for this machine when working on a rental 
basis. This claim has been declined by the railroad company, 
they claiming the loss of time is of a consequential nature, and 
that the railroad is not liable. 

We are installing a water system at the golf course, at 
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Evanston, and are subject to a penalty of $25 per day, after 
60 days from date of contract, which is now being enforced, 
and which we have to pay. It does not look reasonable that we 
should be compelled to pay $25 per day as the penalty of two 
days caused by delay on account of the broken condition of the 
machine, caused by the railroad company. 

We would like to know what your opinion is in the matter 
and if you can refer us to any decision of a similar case. 

Answer: In our opinion, the damages which you are claim- 
ing are what are known as special damages, which are not 
recoverable in the absence of a showing either that the carrier 
knew or should have known that the special damage, that is, the 
damages over and above the expense of the repairs, would 
result from its negligence. See Simons-Mayrant vs. A. C. L. R. 
Co., 207 Fed. 387; Wolf. vs. Wier, 112 N. Y. S. 1078; Mo. etc. 
R. Co. (N. C.), 49 S. E. 882. 


Routing and Misrouting—Duty of Shipper to Specify Terminal 
Delivery 


California.—Question: During the fall of 1927 we had two 
carloads of grapes billed from Escalon on the Santa Fe to Bos- 
ton, on which the routing was given as Santa Fe, New York 
Central. 

The agent at point of origin noticed that the routing as 
given was incomplete and inserted on the way bill on both cars 
B. & A., although no notation was ever put on the bill of lading. 
Both cars went into Boston on the B. & A., and considerable loss 
was caused us due to the fact that the grape auctions and prac- 
tically all perishable commodities are handled on the B. & M. 
No notification was given either shipper or consignee of carriers’ 
addition of delivering line until actual arrival of cars. 


Will you kindly advise us whether we have any claim against 
carriers account of this insertion by their agent at the point 
of origin of a delivering line which is not utilized for sale of 
the commodity in question? 


Answer: In our opinion, the Commission’s findings in Ohio 
Iron and Metal Co. vs. C. M. & St. P. Ry. Co., 28 I. C. C. 703, are 
applicable to the instant case. The Commission therein said: 


It is complainant’s contention that the Chesapeake & Ohio Rail- 
way should not have accepted the shipments for delivery to a point 
not reached by its rails; that the Chicago, Milwaukee & St. Paul was 
negligent in not routing the shipments to insure delivery to the con- 
signee’s plant without additional expense; and that the intermediate 
lines, in undertaking to furnish routing, should have done so via a 
route taking the rate prescribed by the shipper. It is a well- 
established principle that in the absence of tariff provisions to the 
contrary the transportation rates shown in a carrier’s tariffs to a 
given point includes delivery only on its own rails, and that shippers 
desiring delivery on the rails of another carrier ordinarily must bear 
the additional reasonable switching or transfer charges incident to 
such delivery. The Chesapeake & Ohio Railway offered a rate to 
Portsmouth, Ohio, but made no proffer in the tariff of delivery on 
other than its own terminal; and as to this shipment, it tendered 
such delivery, which was refused by the consignee. We are there- 
fore unable to find that this carrier was negligent or that it exceeded 
its legal rights in accepting and transporting these shipments. The 
instructions given by the shipper to the Chicago, Milwaukee & St. 
Paul Railway made no mention of a delivering carrier or the location 
of consignee’s plant. The carriers named by the initial line in its bill 
of lading and waybills were parties to the through rate of $3.40 per 
gross ton; and since it may not be fairly assumed that carriers 
must know where consignees desire deliveries of traffic consigned 
to them, there was no obligation upon the initial carrier in this in- 
stance to do more than consign the shipments via transportation lines 
parties to the lawful rate indicated by the shipper. As to an in- 
termediate line accepting a shipment at a junction point without full 
routimeg to destination, the Commission has held that such line will 
be held responsible for any excess charges that may directly accrue 
from an error in forwarding the shipment to destination via any 
other than the cheapest available route. It is in evidence that while 
the Elgin, Joliet & Eastern secured from the shipper confirmation 
of the routing via the Chicago, Cincinnati & Louisville, it voluntarily 
inserted further routing via the Chesapeake & Ohio Railway for 
the reason that the Chesapeake & Ohio was at the time taking over 
the line of the Chicago, Cincinnati & Louisville, and some tonnage 
was due the Chesapeake & Ohio from the Elgin, Joliet & Eastern 
in the regular interchange of tonnage between those lines. Never- 
theless, some obligation rests upon the shipper in such matters. The 
Chesapeake & Ohio Railway does not reach New Boston, nor does 
it participate in the joint rates from Milwaukee to that point, and the 
difficulties here encountered would have been avoided had the ship- 
ments been consigned to New. Boston. Having elected to consign 
them to Portsmouth, we think it was the shipper’s duty to have 
informed the carriers of the delivery required, and thus to have put 
them on notice as to the service demanded at the. rate indicated. 
Having failed to do this, and the carriers having transported the 
shipments in accordance with the bill of lading contracts: via a route 
taking the rate of $3.40 per gross ton, and tendered delivery at an 
accustomed delivery point, our conclusion is, and we so find, that the 
allegation of misrouting is not sustained and that the charges col- 
lected are not shown to have been otherwise in violation of law. 
An order of dismissal will be entered. 


CLEVELAND LEGISLATION VIEWS 


The board of directors of the Cleveland Chamber of Com- 
merce February 29 voted its approval of recommendations with 
reference to pending federal legislation on transportation ques- 
tions made by the transportation committee of the chamber. 
A digest of the views presented in the report of the committee 
follows: 


Railroad consolidation: Two bills, both establishing methods for 
permissive consolidation, are now pending. Either of them would be 
reasonably satisfactory. The Senate bill, S. 1175, introduced by Mr. 
Fess, contains a declaration that it be the policy of Congress ‘‘To 
authorize and encourage the unification . . . of the property of car- 
riers into a number of. . . systems which will, as far as practicable, 
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maintain the existing routes and channels of trade.” 
Parket bill because it omits the declaration quoted. 

The rule of rate-making and the recapture clause: The recapture 
clause was included in the act as a necessary accompaniment to th 
rule of rate-making and has never had the support of this chamber 
for the reason that it works as an unfair restriction of the incentive 
to economical and efficient management. Its repeal was recommended 
in the former report and that recommendation is repeated here, H. 
R. 10376 repeals the recapture clause and substitutes for the rule of 
rate-making, an instruction to the Commission that the genera] rate 
base be fixed at a level which will, over a period of years, support 
the credit of the carriers and thus enable them to keep abreast of the 
country’s needs. We recommend the passage of this bill or of legisja- 
tion similar in principle. 

Long and short haul clause: For years, efforts have been mage 
to take away the discretion of the Commission, either in whole or 
in part, and to substitute rigid instructions. Such attempts haye 
been uniformly opposed by the Cleveland Chamber of Commerce, on 
the ground that, in destroying the Commission’s discretion, Congress 
is entering the field of legislative rate-making. We recommend a re. 
statement of this position. 

Abandonment and new construction: We believe the power of the 
Commission over new construction to have a direct relation to the 
Commission’s responsibility to fix rates which shall yield a compen. 
satory return, for it is quite possible that new lines might be un. 
dertaken which, when completed, would not be in a position to 
earn a fair return at existing rate levels and the failure of such new 
lines would be reflected ultimately in general rate levels. As to aban- 
donment, we regard it as desirable that the Commission have fina] 
authority over such matters, because of the fact that local pressure 
in some cases would be so strong upon state commissions as to pre- 
vent the abandonment of economically unfit lines. 

Intra-state rates: Without some final authority above that of the 
states, it is quite impossible to secure state rates reasonably related 
to interstate rates. This has been proved too many times to require 
discussion. The Commission has so far been careful to take no arbi- 
trary action in ordering increases of intra-state rates and its power 
has been carefully defined by the Supreme Court, so that there is little 
reason to believe that intrastate rates will be disturbed without full 
justification. We recommend opposition to all of the pending bills 
dealing with this subject. . 

Minimum rate power: S. B. 1735 proposes to repeal the power 
of the Interstate Commerce Commission to prescribe minimum rates, 
Since that power was granted in 1920, it has enabled the Commission 
several times to prevent rate reductions by individual carriers which 
would have been seriously unsettling to business and competitive 
conditions, and it has enabled the Commission to issue general orders 
which include both increases and reductions, without which numer- 
ous general readjustments would have been impossible. The bill 
should be opposed. 

Legislative rate making: As usual, a number of bills are pend- 
ing which directly prescribe the level of rates, fares or charges, 
The Cleveland Chamber of Commerce takes the stand that rates 
should be made as a result of investigations by the Commission and 
other properly constituted regulatory authorities, and that they should 
in no case be made as the result of political considerations. 

Highway motor transportation: There are now pending three bills 
(H. R. 5640, H. R. 19, S. 1252) similar to those introduced in the last 
session, but the Commission has not yet issued a report of its find- 
ings. Under the circumstances we recommend opposition to pending 
bills and that no legislative action be taken until the Commission 
has made it sreport and sufficient time has been given to permit a 
— of it. 

rganization of the Interstate Commerce Commission: S. B. 1769 
and 869 divide the country into districts and provide that the member- 
ship of the Commission must be apportioned to each of these districts, 
and further, that no more than one Commissioner shall be appointed 
from any one state. . . Any fixed sectional qualifications for Com- 
mission membership would increase political pressure and lead to 
sectionalism and log-rolling within the Commission. Ability, honesty 
and courage should be the only qualifications to Commission mem- 
bership. These bills should be opposed. S. B. 824 should be opposed. 

Pullman surcharge: The Chamber of Commerce neither opposes 
nor favors the pending legislation. 

Advances in charges: S. B. 2508 requires that the carriers make 
application to the Commission before filing tariffs containing any 
advances in rates, fares or other charges. It also requires that the 
Commission hold hearings on such applications not less than 60 days 
after their filing. At the present time any proposed advance may 
be protested and, upon a proper showing, the Commission will suspend 
its effective date for a period of seven months in which hearings are 
held on its merits. The pending bill would result in hearings before 
the filing of tariffs and upon all advances. It is thoroughly imprac- 
ticable and should be opposed. 

Frauds in connection with passenger transportation: S. 1161 and 
H. R. 9290 prohibit and prescribe penalties for various types of fraud 
in connection with the use, purchase and sale of evidences of the 
right to passenger transportation. In our judgment these bills have 
the effect of making federal prosecutions possible in some cases which 
are now subject only to state jurisdiction. They would, so far as in- 
terstate travel is concerned, unify or simplify present procedure. 
We recommend that they be approved. 


We favor the 


RAILWAY MILEAGE OF WORLD 


A tabulation showing the railway mileage of the world at 
the end of 1925 as compared with that at the end of 1924 has 
been issued by the Bureau of Railway Economics. The mile- 
age in North America was 316,644 in 1925 as against 316,652 in 
1924, of which 250,900 miles were in the United States, in- 
cluding Alaska, in 1925, as against 250,966 miles in 1924. 

The total mileage for the world was 764,238 in 1925 as 
against 757,834 in 1924. 

South America had a mileage of 56,884 in 1925 as against 
55,783 in 1924; Africa, 37,481 in 1925 as against 36,457 in 1924; 
Asia, 84,252 in 1925 as against 81,293 in 1924; Australia, 30,110 
in 1925 as against 29,985 in 1924, and Europe, 238,867 in 1925 as 
against 237,664 in 1924. : 


TRAINLOAD OF PAPER 


There was recently shipped by the Scott Paper Company, 
Chester, Pa., a trainload of twenty-two cars of toilet tissue 
paper, approximating 1,000,000 rolls, valued at $60,000. This 
shipment is reported to be the world’s largest single shipment 
of its kind. The shipment was made via the Reading, Western 
Maryland, and Chesapeake & Ohio, to Chicago and Cincinnati, O. 








March 1 


901, 












THE TRAFFIC WORLD 


/EX THE REDWOOD LINE X= 


Gulf-Pacific Coast Cargo Service 






March 10, 1928 






















A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 
R. F. Thompson H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 
Phone Central 4645 Phone 4-4362 


MODERN ALL-STEEL SHIPS 
IN FORTNIGHTLY SERVICE 


BETWEEN 


GULFPORT, MOBILE, NEW ORLEANS 


AND 


LOS ANGELES HARBOR AND 
SAN FRANCISCO BAY POINTS 


ST. LOUIS MOBILE 
Fred D. Royce Muson §.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 
Phone GArfield 2287 GULFPORT Phone 4097 

The Redwood Line 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 





SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 






Offices also in Portland, Seattle and Tacoma 


Finkbine-Guild Transportation Co. | | 


General and Local Offices Located: 
1421 New Orleans Bank Building - - NEW ORLEANS 











OCEAN FREIGHT RATES 
The Trafic World New York Bureau 


While there has been no pronounced trend in the full cargo 
markets in the last week, chartering has been more active in 
some trades and sentiment generally is more cheerful. Week- 
end reviews from brokers expressed the belief that the market 
shortly would break away from the stagnancy in which it has 
lain for several months, and that slightly higher rates will pre- 
vail. 

Principal activity has been shown in the West Indies’ time 
charter trade, which has taken a large number of vessels of 
3,000 to 4,500 tons for the sugar traffic at rates ranging around 
16s to 17s 3d for cargoes from Cuba and Santo Domingo to the 
United Kingdom and Continent. Rates from the North Side of 
Cuba to North Atlantic ports were bid up to 14c per 100 pounds, 
at one time, but under the stress of offerings broke to 11%c. 
This was due to the fact that shipowners overestimated the 
demand. The better tone in the general market, however, was 
little affected by this development. Withdrawal of the smaller 
vessels for the sugar trade left the remainder of the market in 
a stronger technical position. 

The most important event in the full cargo trades was the 
first fixture for the opening of navigation on the St. Lawrence. 
The Italian steamer Perseo was closed from Montreal for May 
loading at 16%4c per 100 pounds one port, 17%c two ports and 
1814c three ports to the West Coast of Italy. Another grain 
fixture was a British vessel for early March loading from St. 
John to Naples at 16c, and a larger Italian ship at 15%4c to Genoa 
or Naples. These figures are slightly better than the last fixtures 
reported and reflect the improvement in sentiment. Brokers 
report considerable buying for export in rye and wheat, which 
they believe will raise the market from the rut when inquiries 
come out for vessel space. 

Berth rates on grain show some improvement from North 
Atlantic ports, 1s 9d to London, Manchester and Liverpool, 2s 
6d to Hull, Avonmouth and Leith, 2s 3d to Glasgow, 9c to Ant- 
werp-Rotterdam, 10c to Hamburg-Bremen, 8c to French Atlantic, 
14c to West Italy, 19c to Venice and Trieste and 18c to Greece. 

Another invitation will be extended the Dimon Ship Corpora- 
tion to join the United States Intercoastal Conference, accord- 
ing to reports. With the acquisition of the three steamers of the 
intercoastal fleet of the Ocean Transport Company by the Dimon 
Line, conference operators, who have been relatively uncon- 
cerned over the rate cutting of the three ships in the orignial 
Dimon fleet, now regard the service as a genuine menace to sta- 
bility of the trade. 

The Dimon Line, it is pointed out, must now choose between 
two methods—that of joining with the other Class B services in 
supporting the tariff or of continuing to break the rates in the 
hope that the conference will not meet the competition. John 
W. Chapman, vice-president and general manager of the Dimon 
organization, was one of the promoters of the present conference. 

Conditions in the coastwise lumber trade have been seri- 
ously disturbed by sporadic rate-cutting, which has finally de- 
veloped into an open schism. 

The Pacific coastwise conference has not changed the $4.50 
quotation which has obtained since last September, but no secret 
is made of the fact that the conference lines are quoting $4, at 
least at times when it is necessary to meet this figure to secure 
the business. Both quotations apply to San Francisco and Los 
Angeles harbor, with 50 cents additional for output, since the 
$4.50 rate was not considered very remunerative. 

It is asserted that the reduction of more than 10 per cent 
is fraught with possibilities. It is the lowest figure prevailing 
in many years. Charges and counter charges have been plying, 
among the allegations being one that the rate was designed to 
stifle competition and bring about the lay-up of a number of 
steam schooners. 

Formation of a conference by the principal lines trading 
between Antwerp and the Philippines is reported. The organi- 
zation was formed principally for the purpose of fighting outside 
boats. One of the steps taken by the group allows conference 
members to quote 32s $d to shippers on heavy cargo to Manila, 
as against 37s 6d. Shippers receiving the reduced rate, how- 
ever, are expected to contract with the conference lines for the 
movement of all their traffic to the Philippines. 

At a meeting of the West Coast of Italy and Adriatic, 
Black Sea & Levant conferences, the trading period was ex- 
tended to June 30, 1928, in the West Coast of Italy Conference, 
and a rate was adopted on iron and concrete lamp posts of $15 


per weight ton to base ports in the Adriatic, Black Sea & Levant 
Conference. 


SPLIT DELIVERY CASE 


The Eastern Confectioners’ Traffic Bureau and the Columbia 
Mills, Inc., both of New York City, have filed with the Shipping 
Board petitions to intervene in No. 45, Associated Jobbers of 
Los Angeles vs. Argonaut Steamship Line et al. The petitions 
have been granted. 


The petitioners say they ship both carload and less-than- 
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carload commodities from Atlantic ports to Pacific coast ports 
via vessels of some of the respondents referred to in the com. 
plaint, and under the rules and regulations of United States 
Intercoastal Conference Westbound Minimum Rate List No, 4 
first revised page No. 54, rule 17, subdivisions (a), (b), (¢), 
(d) and (e). 

The petition of the Columbia Mills, Inc., contains the folloy. 
ing statement of its position, which is identical with that of the 
Eastern Confectioners‘ Traffic Bureau: 


That, by reason of the fact of rule 17 (d), which forbids Uniteg 
States Intercoastal Conference members to effect what is termeg 
“split delieveries,’’ being under suspension ‘‘effective November 28, 
1927, until further notice,’ your petitioner is benefited thereby to the 
extent of the effect of “split deliveries’’ making your petitioner g 
lower freight charge in many _ instances through consolidations re. 
sulting from this suspension. It is a benefit to your petitioner, ang 
any restoration of this rule, as prayed for in the complaint, will result 
in injury and damage to your petitioner. For this reason, this com. 
plaint, or any intervening petition in support of the complaint, is an 
attack upon the interests and rights of your petitioner as well as 
the respondents. 


The petitioners ask that if the complaint is not dismissed, 
that a hearing be held at New York City. 


HILL LOAN INQUIRY 


That the grand jury in the District of Columbia was inves. 
tigating transactions in connection with the loan that was made 
to former Commissioner Hill, of the Shipping Board, by J. L, 
Bley, was revealed this week, when Justice Frederick L. Sid- 
dons, of the District of Columbia Supreme Court, issued an 
order impounding telegrams that passed between Washington 
and San Francisco relating to the loan. The fact that Mr. Hill 
had obtained a loan from Mr. Bley, who was identified with 
Pacific coast shipping interests, came out about the time Presi- 
dent Coolidge gid not nominate Mr. Hill for reappointment last 
December. 


MERCHANT MARINE HEARING 
The Traffic World Washington Bureau 


Chairman White, of the House committee on merchant 
marine and fisheries, expected to conclude the hearing on pro- 
posed merchant marine legislation by the end of the week that 
began March 5. 

Representative Wainwright, of New York, urged the con- 
mittee to enact legislation embodying the best features of the 
bills before it and also to enact the bill introduced by him pro- 
viding for sale of the United States Lines and construction of 
two new vessels for operation in the service of the lines. 

John Nicolson, counsel of the legislative committee of the 
Shipping Board, explained that Commissioner Plummer, in dis- 
cussing the subject of marine insurance, intended to convey 
the impression that there was not available adequate insurance 
for American vessels in American insurance companies and 
that the majority of the insurance written in the United States 
had to be reinsured abroad. Mr. Nicolson discussed the insur- 
ance question in some detail. 

‘William F. Yates, president of the National Marine Engi- 
neers’ Beneficial Association, appeared in support of the Jones 
bill. 

Homer L. Ferguson, of the Newport News Shipbuilding and 
Drydcok Company, testified in support of the White bill. He 
said the shipbuilding industry in the United States would be- 
come extinct unless something were done about it. 

Andrew Furuseth, of the seamen’s union, testified in favor 
of the Jones bill. He said the seamen were opposed to sub- 
sidies but not to mail payments as the latter were in the 
nature of payments for services rendered. He voiced approval 
of the proposal of the Transoceanic Corporation for the build- 
ing of six fast ships for operation in the north Atlantic. 

Herbert B. Walker, president of the American Steamship 
Owners’ Association, appearing for that association, the Pacific 
American Steamship Association and the Shipowners’ Associa- 
tion of the Pacific Coast, told the committee that neither the 
Shipping Board nor any private American ship company in for- 
eign trade was now earning enough to replace ships when they 
wore out with ships built in American yards. He spoke in 
support of the White bill providing for long term mail con- 
tracts, loans of government funds at low rates for new con- 
struction and naval reserve pay, saying that these aids prob- 
ably would be sufficient to offset the higher cost of construction 
of passenger vessels that received liberal mail contract pay. 
He referred to actual builders’ bids to show that construction 
in American yards cost from 60 to 150 per cent more than in 
Europe. 

“To place the American shipowner on a parity with foreign 
competitors,” said he, “will require the legislative aids now 
being considered by the committee, the same to be used in such 
combination as the government finds necessary in each case, 
subject to strict safeguards in the public interest.” 

Mr. Walker said that although a large program of new ship 
construction was not immediately necessary, early replacement 
was required of some of the fast passenger-mail liners most 
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Your Packing Room—step out there 
and ask yourself these questions 


That Crate? Is it strong—is every piece of lumber _ the use of less lumber of lighter weight? Can we reach 
in it suitable for the purpose? Does it contain the Ut into wider territory for the same costs and still 
least lumber consistent with good design and safe insure safe delivery of our merchandise? 
delivery of its contents? Is it made of light weight For every individual business, the Weyerhaeuser 
lumber—or is the lumber excessively heavy, involv- ‘man brings the right answer to these several search- 
ing excessive freight charges on out-going shipments? ng questions. 

Is the labor cost of assembly as low as it ought to be? It is the answer of Cut-to-Size Crating Lumber. 


Standard pieces, cut to build your standard Crates, 
? ° ’ 
That saw table? Do you know what is the actual out of a choice of eight ideal crating woods—strong, 


waste in cutting up your own lumber for crates? and light in weight. 

That shipment going out? Does it arrive attrac- Weyerhaeuser Crating Lumber and Crating 
tive, ship-shape, in good condition at the other end? Methods are bringing new economies, new profits, 
Is it as much of a sales argument as it ought to be? wider sales opportunities to hundreds of businesses. 


; ‘ > , ; Your business is no exception. 
This p acking — t come of it be used for Call for the Weyerhaeuser man. Make him tell 
production and profit? : 

. : you the whole story of Weyerhaeuser Cut-to-Size 
Our freight bills? Can’t wecut them downthrough — Crating, Box Shooks and Crating Lumber. 


Meas) SALING LUMBER~STANDARD LENGIHS OR CUT TO SIZE 


7 WEYERHAEUSER FOREST PRODUCTS 
SAINT PAUL. MINNESOTA 


Producers for industry of pattern and flask lumber, factory grades for remanufacturing, 

lumber for boxing and crating, structural timbers for industrial building. And each 

of these items in the species and type of wood best suited for the purpose. Also producers 
of Idaho Red Cedar poles for telephone and electric transmission lines. 


i 
iy Weyerhaeuser Forest Products are distributed through the established trade channels by the Weyerhaeuser Sales Company, Spo- 
Vi 'y kane, Washington, with branch offices at 806 Plymouth Bldg., Minneapolis; 208 So. La Salle St., Chicago; 2563 Franklin Ave., 
7 St. Paul; 1600 Arch St., Philadelphia; 285 Madison Ave., New York; P. O. Drawer 629, Port Newark, N. J.; 2401 First National 
Bank Bldg., Pittsburgh; 1313 Second National Bank Bldg., Toledo; 1418 R. A. Long Bldg., Kansas City. 
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useful as naval auxiliaries, and that a certain number of large 
Diesel cargo ships should be built similar to those being con- 
structed abroad. He said that substantially all the war-built 
cargo ships would come close to being worn out in ten or 
twelve years and that provision must be made for practically 
their entire replacement by that time. 

Figures introduced at the hearing by shipbuilders were used 
to point out that the cost to the government of replacing its 
merchant fleet with new ships would be a half billion dollars. 
Construction loan provisions of the White and Wood bills, and 
a provision in the latter bill which would permit the govern- 
ment to pay to the private shipbuilder the difference between 
construction costs in America and abroad, were approved by 
Mr. Walker, who made it clear that these provisions would not 
only enable private owners to build new ships, but would also re- 
lieve the government of a large part of the cost which it would 
have to bear in case the government undertook to replace ships 
itself. 

Mr. Walker also stated that the shipowners deemed it es- 
sential from the standpoint of national economics that the 
government dispose of its lines to private owners as rapidly as 
possible, instead of paying commissions on gross revenue, re- 
gardless of net earnings, to agents, as was now being done by 
the Shipping Board. He suggested that some of the lines were 
now losing so much money that their immediate sale was out 
of the question, and advised that the government continue to 
operate these, until sales could be made to private operators, 
after suitable legislation made their purchase possible. 

The definite disposition of the vast inactive Shipping 
Board fleet was urged by Mr. Walker, who stated that the un- 
certainty in the public mind as to the ultimate policy of the 
government regarding these ships was a contributory factor to 
the present unsettled condition of shipping affairs in this 
country. 

H. R. Sutphen, vice-president of the Transmarine Corpora- 
tion, said that sale of Shipping Board vessels at low prices for 
operation in the coastwise and intercoastal trades had a de- 
structive effect on the established shipowners in those trades. 
He urged inclusion of a provision in any legislation enacted 
prohibiting sale of government vessels for operation in the 
coastwise trade. : 

Warren F. Purdy, president of the United States P. & I. 
Agency, Inc., the Shipping Board’s protection and indemnity 
organization, urged that the insurance provisions of the White 
bill be amended so as to permit his organization to carry the 
protection and indemnity insurance for private American steam- 
ship owners, whether or not the tonnage was bought from the 
government. E. J. F. Coleman, formerly a marine insurance 
underwriter of New York, urged the committee to adopt a pro- 
vision permitting reinsurance by the government of insurance 
written against American vessels and cargoes. 

A. B. Barber, manager of the transportation department 
of the Chamber of Commerce of the United States, said the 
chamber supported in principle the bill introduced by Chairman 
White, of the committee. He said the chamber was for legis- 
lation that would enable essential American shipping services 
to be maintained on a permanent basis in private hands. In 
part, Mr. Barber said: 


Reasons for advocating a merchant marine in private hands 
instead of continuing and expanding the government Shipping Board 
operations are: Private enterprise is the principle on which our busi- 
ness system is founded; better service will be provided by private 
owners, and the uncertainties inherent in government shipping will 
be eliminated, and the cost to the taxpayer will be much less under 
the contract method than by continuing government ownership and 
operation. 

The members of the national chamber by a referendum vote of 
1,685 to 152 went on record in favor of the system of trade route 
and mail contracts to assure permanent shipping services on all essen- 
tial routes, and to meet the needs of the national defense. Business 
men throughout the country, as determined by this referendum vote 
as well as by other expressions of opinion, strongly support the main 
provisions of the White bill for trade route and mail contracts. 

There is one section of that bill to which the national chamber 
is opposed, i. e., that contemplating the establishment of a govern- 
ment marine reinsurance fund. The chamber believes this to be 
unwarranted and unnecessary in view of the marked progress of 
— American marine insurance of this character during the last 
ew years. With continuance of the present policy these resources 
would continue to improve and meet all reasonable requirements of 
American shipping. On the other hand, to set up a government 
operated fund would discourage and retard this development. 


W. Irving Glover, second assistant Postmaster-General, tes- 
tified in favor of the mail pay features of the White bill. 

Rear Admiral Richard H. Leigh, chief of the bureau of navi- 
gation of the Navy Department, expressed approval of the 
merchant marine naval reserve provisions of the White bill. 

E. J. McCormack, of Moore & McCormack, Inc., appearing 
for the Maritime Association of the Port of New York, said the 
association was in agreement with the views of Mr. Walker, of 
the steamship owners’ association. He discussed the problem 
of marine insurance with the committee. He said that as long 
as insurance rates were made on the basis of experience, Amer- 
{can companies would have to pay higher rates than those 
paid abroad. 

Walter J. Petersen, of San Francisco, expressed agreement 
with statements made by Mr. Walker. 
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Asserting that government operation of ships in the last 
seven years has cost American taxpayers more than a quarte; 
of a billion dollars, Chairman White, of the merchant marine 
committee in an article in Nation’s Business magazine, pup. 
lished by the Chamber of Commerce of the United States 
advocates a broader application of the mail contract principle 
and use of government loans to aid in the development of a 
privately owned merchant marine. An adequate measure of 
mail payments and contracts for a term of years would, in his 
opinion, result in the transfer to private hands of lines now 
operated by the government at substantial loss. At the same 
time, he says, such a plan would insure the permanency anq 
healthy expansion of other existing lines now privately operated. 

“There is very definite assurance,” he adds, “that the 
inauguration of such a policy would result shortly in the build. 
ing of superships to provide speedier and better service than 
the world has ever known.” 

Representative White declares that “the advocates of goy. 
ernment ownership insist that the only way to keep what ships 
we have, and to develop our services further is to continue 
governmental ownership and operation. They say that the 
American public is not ship-minded, that it is impossible to 
induce private capital to invest in ships and shipping ventures 
witnout some form of governmental assistance, and that neither 
the American people nor the American Congress will approve 
of governmental aid to enable private owners successfully and 
profitably to operate a merchant marine. They conclude that 
the only alternative to giving up the ships and to withdrawal 
from the sea is this policy of governmental ownership. 

“The proponents of this policy ignore facts, misjudge pub- 
lic sentiment, and close their eyes to the opportunities upon 
the seas now beckoning America. There are today two hun- 
dred and thirty-four privately owned and operated ships flying 
the American flag in the overseas trade in addition to more 
than a hundred tankers. The mere fact that these private 
lines, having no loss-paying arrangements with the federal 
treasury and facing always the threat of governmental conm- 
petition, still carry on is an earnest of what might be done under 
a policy favorable to American shipping. 

“The fact that since the act of 1920 was passed, the public 
has been paying ship aid, paying and paying again to meet the 
losses of governmental operation totaling a quarter of a billion 
dollars in seven years, is’a refutation of the assertion that the 
American people are not willing to pay for whatever they be- 
lieve to be in their interest. I deny that the situation is so 
hopeless as the government ownership folk would have us be- 
lieve. I believe that the people of the United States would 
prefer to see the ships of America owned and operated by the 
citizens of the country rather than by the government. I have 
a conviction that they are ready to pay whatever is reasonably 
necessary to this end, and I have confidence that the accom- 
plishment of this result can be brought about.” 





OCEAN AGREEMENTS APPROVED 


The following agreements of the American-Hawaiian Steam- 
ship Company covering arrangements for the movement of goods 
on through bills of lading over its lines and those of other com- 
panies have been approved by the Shipping Board: 


American-Hawaiian Steamship Company with Baltimore and Caro- 
lina Steamship Company: Arrangements covering movement of _ship- 
ments on through bills of lading from Pacific coast ports to Miami 
and West Palm Beach, Fla., and other ports of call of the Baltimore 
and Carolina Steamship Company, with transhipment at Philadelphia. 
The through rate is to be a combination of the local rates of the 
participating carriers, the Baltimore and Carolina Steamship Company 
agreeing to absorb the cost of transhipment at Philadelphia out of 
its proportion of the through rate. 

American-Hawaiian Steamship Company with New York & Cuba 
Mail Steamship Company: Agreement providing for through movement 
of shipments from Pacific coast ports of the United States to Cuban 
destinations. The through rates on traffic moving under the agree- 
ment will be based on the direct line rates and are to be appor- 
tioned between the lines on the basis of 60 per cent to the Amer- 
ican-Hawaiian Steamship Company and 40 per cent to the New York 
& Cuba Mail Steamship Company. The cost of transfer at New York 
is also to be apportioned between the lines on the same basis as the 
through rate. Excepted from the agreement are shipments of canned 
goods, dried fruit, beans and peas, which are already covered by 
Agreement No. 496 approved by the Board on May 17, 1927, and 
shipments of coffee, which are covered by Agreement No. 511 ap- 
proved on June 14, 1927. 

American-Hawaiian Steamship Company with Oriole Lines: Ar- 
rangement in respect to movement of shipments on through bills of 
lading from Pacific coast ports of the United States to United King- 
dom ports of call of the Oriole Lines, with transhipment at New York. 
The through rates under the agreement are to be based on the direct 
line’s rates and will be apportioned equally between the participating 
carriers. The cost of transfer of shipments at New York will also 
be assumed in equal proportions by the parties. 


CENSUS OF WATER TRANSPORTATION 


The Department of Commerce has announced some of the 
more important results of the census of water transportation 
taken by the Bureau of the Census for the calendar year 1926. 
Additional statistics will be presented in a preliminary bulletin, 
now in course of preparation, while the complete report will 
contain the results of the census in fill. 


The census for 1926 included all American documented and 
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AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 


AMER. AUS. ORIENT LINE 
Swayne & Hoyt, Inc. 
430 Sansome St., 
San Francisco, Cal. 
Pacific Coast ports to Australia, New 
Zealand, Orient, and Straits Settlements 


AMERICAN DIAMOND LINES 
Black Diamond S. S. ee 
67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg., 
New Orleans, La. 
New Orleans to United Kingdom and 
Irish ports 


AMERICAN WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 

40 West Street, New York City 
North Atlantic and Gulf ports to west 
coast of Africa,including Azores,Canary, 

and Madeira Islands 


AMERICAN MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 
Passenger and freight services to United 
Kingdom ports 


AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 
North Atlantic ports to Indian ports 


ATLANTIC AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 

16 Beaver Street, New York City 
New York to Australian ports 
Periodically the above two lines combine on 
an around the-world _— via the Suez 

ana 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 
New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
{Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg., 

New Orleans, La. 

Gulf ports to Brazil and River Plate ports, 
east coast of South America 


GULF WEST 
MEDITERRANEAN LINE 
Tove Interocean S. S. Co. 

917 Whitney Building, 

New Orleans, La. 

Gulf and South Atlantic ports to Portu- 
guese, Spanish, and North African ports 
(west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg., 

New Orleans, La. 

New Orleans to French Atlantic and 
Belgian ports 
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YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


MOBILE OCEANIC LINE 
Waterman S.S. Corp. 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdomandcontinental European ports 


AM. ORIENTAL MAIL LINE 
Admiral Oriental Line 
1519 Railroad Ave., South 
Seattle, Wash. 
Puget S. ports on Pacific to Orient 


AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
34 Bay Street, East, Savannah, Ga. 
South Atlantic ports to United Kingdom 
and continental European ports 


AMERICAN PIONEER LINE 
Atlantic Division 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York Cit 
N. Atl. ports to Orient and Dutch E. Z 


Gulf Division 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 
33 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River 
Plate ports, east coast of S. America 


OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Potter Building, Portland, Ore. 
Columbia River ports on Pacific Coast 
to China, Japan, and Philippine Islands 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 

Baltimore, 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S.S. Co., Inc. 
925 Whitney Central Building 
New Orleans, La. 
New Orleans and Texas ports to German 
and Holland ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas ports to Mediterranean ports 
TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas ports to United Kingdom ports 
TEXAS STAR LINE 
Lykes Bros.-Ripley S.S. Co., Inc. 

925 Whitney Central Building 
New Orleans, La. 

Texas ports to French and Belgian ports 
UNITED STATES LINES 


45 Broadway, New York City 
Passenger, mail, freight services to 
England, France, Germany. 









PEEDY cargo vessels operated 

for the United States Shipping 
Board offer a glowing opportunity 
to the American shipper to broaden 
and increase his business. These 
vessels sail from Atlantic Coast, 
Pacific Coast and Gulf Ports to 
ports in the United Kingdom, Irish 
Free State, Continental Europe, 
South America, the Orient, Dutch 
East Indies, Australasia, India and 
Africa—in fact all parts of the 
world. 

These services comprising 26 
lines and more than 300 ships de- 
liver shipments promptly and se- 
curely, open up new markets for 
merchandise, give added impetus 
to foreign trade. Furthermore, they 
are under the direction of experi- 
enced American operators whose 
advice is bound to prove helpful. 

For complete information on 
either freight or passenger services 
consult Schedule of Sailings, a 
comprehensive publication issued 
for the benefit of shippers or write 
direct. 


Merchant Fleet. 
Corporation. 
WASHINGTON, D. C. 


Passenger Services—Included in these 
services are the speedy passenger vessels 
of the United States Lines sailing from 
New York to principal European ports, 
also the commodious and comfortable 
American Merchant Lines ships which 
sail weekly between New York and 
London carrying a limited number of pas- 
sengers at remarkably reasonable rates, 
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undocumented vessels and craft of 5 tons net register and 
over, whether propelled by machinery, by sails, or unrigged, 
except the following: yachts of 15 gross tons or under; station- 
ary wharf boats, scows, or craft used for storage purposes; 
house-boats without propelling machinery; craft operating ex- 
clusively in the waters of the Philippine Islands, or between 
these islands and foreign ports; non-commercial vessels owned 
by the federal government; and American owned vessels under 
foreign registry. 

The active fleet of continental United States in 1926 num- 
bered 37,561 vessels, with a gross tonnage of 18,415,893. In 1916, 
there were 40,383 vessels, and their gross tonnage was 12,371,269. 
Thus, from 1916 to 1926, there was a decrease of 2,822, or 7 per 
cent, in the number of vessels, and an increase of 6,044,624, or 
48.9 per cent, in their gross tonnage. The average size of vessels 
increased 60 per cent in the decade. 

In 1926, 24,584, or 65.5 per cent, of the vessels were freight 
and passenger vessels; 2,930, or 7.8 per cent, tugs and other 
towing vessels; 1,142, or 3 per cent, ferry boats; 5,297, or 14.1 
per cent, fishing vessels; 1,715, or 4.6 per cent, yachts; and 
1,893 or 5 per cent other vessels. Of the total tonnage, freight 
and passenger vessels accounted for 91.6 per cent, tugs and 
other towing vessels for 1.5 per cent, ferry boats for 3.7 per cent, 
fishing vessels for 1.3 per cent, yachts for 0.5 per cent, and other 
vessels for 1.4 per cent. 

Of the total vessels in 1926, 5,726, or 15.2 per cent, were 
steam; 10,971, or 29.2 per cent, motor; 1,753, or 4.7 per cent, 
sail; and 19,111, or 50.9 per cent, unrigged. Steam vessels ac- 
counted for 60.3 per cent of the total gross tonnage, motor 
vessels for 3 per cent, sail vessels for 4.2 per cent, and unrigged 
vessels for 32.5 per cent. 

From 1916 to 1926, there was a decrease in the number and 
an increase in the size of freight and passenger vessels, tugs 
and other owing vessels, and fishing vessels; an increase in the 
number and a decrease in the size of yachts; and an increase 
in both the number and the size of ferry boats. By class of 
vessel, there was a decrease in the number and an increase in 
the size of steam, sail, and unrigged vessels; and an increase, 
in both the number and the size, of motor vessels. 

The number of employees on vessels in 1926 was 205,349, 
which is 26,756, or 15 per cent, more than in 1916. Of the total 
in 1926, 66.6 per cent were on freight and passenger vessels, 9.5 
per cent on tugs and other towing vessels, 2.2 per cent on 
ferry boats, 13.5 per cent on fishing vessels, 3.8 per cent on 
yachts, and 4.3 per cent on other vessels. 

The total of 531,614,691 tons of freight, exclusive of lighter- 
age, which constituted the water-borne commerce reported for 
continental United States and Alaska in 1926, comprised 
405,210,902 tons carried in domestic commerce, forming 76.2 
per cent of the total, and 126,403,789 tons carried in foreign 
commerce. Of the foreign commerce 76,324,861 tons represented 
exports and 50,078,928 tons represented imports. While, of 
course, all the domestic commerce was carried in American 
vessels, only a little over one-third (33.9 per cent) of the foreign 
commerce was carried in American vessels. 


COMMERCE IN U. S. VESSELS 


American vessels in the twelve months ended with De- 
cember, 1927, carried 35 per cent, by value, of domestic ex- 
ports, and 33.2 per cent of general imports, in the foreign 
commerce of the United States, as compared with 34.6 and 
30.7, respectively, in 1926, according to the monthly summary 
of foreign commerce issued by the Department of Commerce. 

In December, American vessels carried 32.1 per cent of 
general imports and 31.9 per cent of domestic exports, as 
compared with 30.9 and 37.1, respectively, in December, 1926. 


PANAMA CANAL TRAFFIC 


The Secretary of War has been advised that 547 commercial 
vessels, with tolls aggregating $2,253,755.37, transited the Pan- 
ama Canal in February, as compared with 540 vessels and tolls 
of $2,212,752.50 in January. 


RECONDITIONING OF SHIPS 


President Coolidge did not recommend, in his budget mes- 
sage, reconditioning of the Mount Vernon and Monticello, the 
ex-German passenger liners, and it is understood he is opposed 
to spending $12,000,000 on the ships, as proposed in Congress. 


PANAMA CANAL RECORDS 


Records established by the Panama Canal have been set 
forth as follows by the Panama Canal Record: 


Largest vous Ss traffic: Number of renee, 6,085, cal- 
endar year, 1927 Canal net tonnage, 28,610,984, calendar 
year, 1927. Tolls, $267 231, 7022. 94, calendar year, 1927. Gauae 29,102,538 
tons, calendar year, 1927 

Largest ~~ s commercial traffic: Number of transits, 589, De- 
cember, 192 Panama Canal net tonnage, 2,616,728 tons, Decemb er, 
ay “Holla, Teo, 398, 459. 75, December, 1927. Cargo, 2,717,646 tons, Octo- 

er 

Largest day’s commercial traffic: Number of transits, 33, October 
1, 1927. Panama Canal net tonnage, 152,610 tons, November 15, 1927. 
Tolls, $146,861.31, October 1, 1927. ato, 163 202 tons, January 14, 1924. 

Largest day’s commercial traffic in one direction: Number of tran- 
sits, .., Atlantic to Pacific, October 1, 1927. Panama Canal net ton- 
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nage, 90,922 tons, Atlantic to Pacific, September 19, 1927. Tolls, $81,. 
325.06, Atlantic to ——s October 1, 1927. Cargo, 133,757 tons, Pg. 
cific to Atlantic, May 2, 1924. 

Largest number of transits in any one day: Thirty-five govern. 
ment and 22 commercial vessels, a total of 57 vessels, January 17, 1994 


MONEY FOR RIVERS AND HARBORS 


The Senate has adopted the conference report on the War 
Department appropriation bill carrying $55,886,310 for rivers ang 
harbors for the next fiscal year. 





“TO ORDER” SHIPMENTS TO PANAMA 


Consuls of Panama are authorized to vise shipping doc. 
ments made out to the order of the shipper if the exporter igs 
a responsible party and has a responsible agent at the port of 
entry, and the exporter is to be held accountable, accordin 
to an amendment to the revised consular regulations of the 
Republic of Panama of September 15, 1927, a cable received in 
the Department of Commerce from Commercial Attache George 
E. Peck, Panama City, states. 

Decree 71 of September 15, 1927, revising the consular reg. 
ulations of Panama, prohibited the vise by consuls of shipping 
documents made out “to order.” 


ADDRESSING OF PARCELS 


The Post Office Department desires to discourage the prac- 
tice of some mailers of placing the name and address of the 
addressee, together with the sender’s return card, on two or 
more sides of parcels, according to R. S. Regar, third assistant 
Postmaster-General. This practice does more harm than good, 
since it results in confusion and delay in ascertaining whether 
proper postage has been prepaid, the parcels sometimes being 
rated with postage due before it is discovered that the stamps 
are affixed to some other side, according to Mr. Regar. 


AIR MAIL BILL PASSED 


The House has passed H. R. 8337, a bill to amend the air 
mail act, authorizing the Postmaster-General to reduce the rates 
on air mail from the present rate of 10 cents per half ounce to 
5 cents an ounce. The bill also authorizes the Postmaster. 
General to readjust contracts with air mail carriers. Repre- 
sentative Kelly, of Pennsylvania, with reference to reduction 
of the air mail rate to not less than 5 cents an ounce, said 
the main difficulty with the air mail service was the volume of 
air mail—that the volume had not come up to the capacity of 
the planes. 

“Instead of carrying a thousand pounds, these planes are 
carrying two hundred and three hundred and four hundred 
pounds,” said he. “We propose to lessen the rate in the dis- 
cretion of the Postmaster-General and bring the mail up to the 
full volume that can be carried and thus decrease the unit cost.” 


RAILWAY IMPROVEMENT PROSPECTS 


“The years just ahead of us ought to see great strides made 
in railway improvements,” said L. A. Downs, president of the 
Illinois Central, speaking at the annual dinner of the American 
Railway Engineering Association at Chicago March 7. He con- 
tinued as follows: 


The public is increasingly aware of its vital interest in having 
good railroad service and of the intimate relationship between good 
service and the ability of the railroads to obtain money for continued 
expansion and improvement of their facilities. It is constantly be- 
coming more generally appreciaated that the expenditure of large 
sums of money for grade and alignment revisions, more efficient 
equipment, and similar projects resulting in better service for the 

public cannot be expected from impoverished railroads. The trend 

a public sentiment is definitely in favor of encouraging railway 
progress by favoring railway prosperity. This constructive attitude 
on the part of the public promises well for the er! of the rail- 
roads to finance their improvement programs, so I believe that we 
are at the threshold of an era rich in opportunities for brilliant 
achievements in railway engineering. 


He called attention to the fact that the railway investment 
had been “more than doubled” since 1900 and that the “invest- 
ment in 1926 amounted to less than five cents for each unit of 
service performed that year, as against an investment of about 
six and a half cents for each unit of service performed in 1900.” 
An investment of approximately seven billion in excess of that 
recorded would have been required, if the ratio of 1900 had 
maintained in 1926, he said. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 15-22, inclusive, was 385,232, as compared with 369,421 
cars in the preceding period, while the average daily shortage 
was 20 flat cars, according to the car service division of the 
— Railway Association. The surplus was reported as 
follows: 


Box, 145,341; venaaeees box, 926; auto and furniture, 18,003; total 
box, 164,270: flat, 9,294; gondola, 90,420; hopper, 79,685; total coal, 
170 105; coke, 1 1,399; ae D. stock, 21,936; D. D. stock, 2,470; refrigerator, 

3,767; tank, 572; miscellaneous, 1,419. 


Canadian roads reported a surplus of 15,000 box, 40 auto 
and furniture, 900 flat, 600 gondola, 900 S. D. stock, 350 refriger- 
ator, and 200 miscellaneous cars. 
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MARK IT Uh J UY TO EXPEDITE YOUR 


© ° 1 SHIPMENTS 


Instead of routing your 
next shipment through 
some heavily congested 
terminal, mark bill of lad- 
ing “Via Peoria, Ill.” You 

will save days by using 
this logical traffic transfer 
point. 


Fifteen railroad lines 
enter Peoria and switching 
service between any two 
of them requires only a 
few hours. 







‘ciform Domestic Straight Bil) of Lading adopted by Carriers tn OGcial, Southers and Western Classification Territories, ina LE) bass 
UNIFORM, STRAIGHT BILL OF LADING amen 
ORIGINAL—NOT NEGOTIABLE Agent's Wa 

PO eke. em Railroad Company 


SEIVED. eubjert to the classifications aud tartls w effet ub (he date of te issue of (his Dill of Leading, 


















Think what a valu- 
able advantage that is 
in the shipping of per- 
ishables. Think what it 
means in the shipping 
of any commodity re- 
quiring fast freight 
service. 


At 


From 
the rs rie Bernat certph nn st goed o Tito dleagreandhincen apo and o 
consigued. and destined np iadicated below they wid conga iT (the word 
pereco or danas Beh toe ip pomneentn of the property omer the 











service to “t Le 90 
on, berela ntained, torludin ing the Seabee 45: We teret tan & 


Expedite your ship- 
ments — mark bills of 
lading “Via Peoria, Ill.” 


Peoria Provides Switching Service Between These 15 Railroads 


Peoria and Pekin Union Railway Cempany Illinois Central a Company 
Atchison, Topeka & Santa Fe Railway Co. Illinois Traction Syste 

Chicago & Alton Railroad Company Minneapolis & St. ‘Leute Railroad LGapeeny 
Chicage & Northwestern Railway Co. New Sag ow. > St. L. R. R. Co. 
Chicago, Burlington & Quincy Railroad Co. & W. Dist.) 

Chicago and Illinois Midland Ry. Pesaineme Butireea 

Chicago, Rock Island & Pacific Railway Cempany Peoria Railway Terminal 


Cleveland, Cincinnati, Chicago & St. Louis Railway Company Toledo, Peoria & Western Railread 


INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager UNION STATION, PEORIA, ILL. 


Peoria ana Pekin Union Railway ly Company 


Electric Railway Transportation 


IS A GUARANTEE FOR THE 


Dependable Movement of Freight 


Service Increased. Time Reduced 








You Are Sure of Quick Delivery 


For specific information, address 


L. E. EARLYWINE, Chairman 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


308 Terminal Building INDIANAPOLIS, INDIANA 
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FRUITS AND VEGETABLES 


Nearly a million cars of fruits and vegetables move annually 
over the railways of the United States, according to a bulletin 
issued by the Bureau of Railway Economics. 

The bulletin is a study of the rail movement of the principal 
fresh fruits and vegetables in the United States in 1924, 1925 
and 1926. It deals with 33 items or commodities, 16 of which 
are fruits and 17 are vegetables. Summarizing the bulletin, the 
bureau said: 


The shipments of fruits and vegetables combined for the United 
States as a whole amounted to 943,932 carloads in 1924, 949,421 car- 
loads in 1925, and 1,010,724 carloads in 1926, or an average of 968,025 
cars annually during the three years. 

The states leading in shipments of fruits in order named are: 
California, averaging 180,741 cars annually; Florida, 54,284 cars; Wash- 
ington state, 40,574 cars; New York state, 35,633 cars; Georgia, 32,517 
cars, and Virginia, 14,580 cars. Approximately three-fourths of the 
total shipments of fresh fruits for the United States originated in 
these six states. 

California also leads in shipments of vegetables. The shipments 
from that state amounted to 52,963 cars annually, followed by New 
York state with 47,223 cars; Maine, 39,805 cars; Virginia, 33,094 cars; 
Minnesota, 29,838 cars; Florida, 29,153 cars; Texas, 24,513 cars; Colo- 
rado, 24,003 cars; Wisconsin, 22,584 cars; Michigan, 22,194 cars, and 
Idaho and New Jersey with 17,135 and 15,906 cars, respectively. These 
twelve states in the aggregate originated nearly three-fourths of the 
total shipments of fresh vegetables. 

Of the individual commodities California ranks first in the ship- 
ments of cherries, grapes, pears, plums and prunes, lemons, oranges, 
cantaloupes, asparagus, cauliflower and lettuce. It is also the largest 
shipper of mixed deciduous fruit, mixed vegetbles and ‘‘other melons’”’ 
(melons other than cantaloupes and watermelons). 

Florida leads the list in shipments of grapefruit, string beans, 
celery, cucumbers, eggplant, peppers and tomatoes. 

New York state is the largest shipper of cabbage, carrots and 
onions, while Georgia takes the lead in shipments of peaches and 
watermelons; Washington in apples; Maine in white potatoes; Vir- 
ginia in sweet potatoes; Texas in spinach; Tennessee in strawberries; 
Minnesota in turnips, and Massachusetts in cranberries. 

The bulletin also shows the seasonal movements by months of 
each commodity and for all commodities combined. 

During the six months from December to May, the shipments of 
vegetables in the United States exceed those of fruits; for the four 
months of July to October, shipments of fruits exceed those of vege- 
tables; while for the months of June and November the shipments 
are equally divided. 

For fruits and vegetables combined the shipments are fairly 
evenly distributed over the five months from December to April. On 
the average 5.8 per cent of the total shipments are made monthly 
during these five months. After April the shipments increased grad- 
ually to a peak in October, during which month 15.2 per cent of the 
annual shipments are made. In November the shipments fall off to 
8.2 per cent. 

Commodities, such as apples, citrus fruits, and all vegetables 
with the exception of asparagus, are shipped to some extent in every 
month of the year, while such commodities as cherries, grapes, 
peaches, plums and prunes, cranberries, strawberries, melons and 
= have a definite season, lasting generally from six to eight 
months. 


Shipments of leading lines of fruits and vegetables the week 
ended March 8 totaled 16,367 cars, as compared with 14,147 cars 
(revised) the preceding week and 15,021 cars in the correspond- 
ing period of 1927, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 1,220 cars; carrots, 258 cars; cauliflower, 358 cars; 
cabbage, 905 cars; celery, 672 cars; cucumbers, 5 cars; imports, 
4 cars; eggplant, imports, 14 cars; grapefruit, 538 cars, imports, 
50 cars; green peas, 38 cars; imports,,85 cars; lemons, 183 cars; 
lettuce, 1,330 cars; mixed citrus fruit, 232 cars; imports, 1 car; 
mixed svegetables, 830 cars; imports, 26 cars; onions, 648 cars; 
peppers, 35 cars; imports, 68 cars; oranges, 1,550 cars; imports, 
71 cars; pears, 38 cars; spinach, 637 cars; strawberries, 35 cars; 
string beans, 30 cars; imports, 1 car; sweet potatoes, 389 cars; 
= peng 41 cars; imports, 174 cars; potatoes, 6,369 cars; imports, 
183 cars. 
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Digest of New Complaints 
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No. 20360. Sub. No. 13. Bluefield Produce & Provision Co., Bluefield, 
W. Va., ve N. ¥. C. et al. 

Rates on cabbage, in bulk, from Kendall, N. Y., to Bluefield, 
W. Va., alleged to have been excessive and in violation of the 
aggregate of the intermediates part of the fourth section. Asks 
for reparation. 

No. 11. J. Amicon Bros. Co., Columbus, O., vs. N. Y. 
>. et al. 

Rates in violation of sections 1 and 4 of the act, on cabbage 
from Carlton, N Y., to Williamson, W. Va. Asks rates for ‘u- 
ture and reparation. 

No. 20360. Sub. No. 12. Same vs. Same. 

Same complaint and prayer as to cabbage from Skaneateles, 
N. Y., to Williamson, W. Va. 

No. oT ee ~_ 14. Amicon Fruit Co., Williamson, W. Va., vs. 
N. ¥. GC. et al. 

Rates on cabbage, in bulk, from Spencerport, N. Y., to William- 
son, W. Va., alleged to be in violation of the first and fourth 
sections. Asks for reparation. 

No. as No. 15. Amicon Fruit Co., Columbus, O., vs. N. Y. 

‘*. et al. 

Rates in violation of sections 1 and 4 of the act, on cabbage 
from Walker, N. Y., to Williamson, W. Va. Asks rates for future 
and reparation, 

No. a Sub. No. 4. Amicon Fruit Co., Columbus, O., vs. N. Y. C. 
et al. 

Rates in violation of sections 1 and 4 of the act,-on apples from 
— N. Y., to Williamson, W. Va. Asks rates for future and 
reparation, 
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No. 20433. Sub. No. 4. Huff, Andrews & Thomas Co., Bluefield, w 

Va., vs. N. Y. C. et al. a 

Rates in violation of sections 1 and 4 of the act, on canned fruits 

and vegetables in tin from Albion, N. Y., to Bluefield, W. Va. Asks 
rates for future and reparation. 

No. 20433. Sub. No. 5. McDowell County Wholesale Co., Welch, w 

Va., vs. N. Y. C. et al. - a 

Rates on canned fruits and vegetables, boxed, carloads, from 
Honeoye Falls, N. Y., to Welch, W. Va., in violation of the first 
and fourth sections. Asks for reparation. 

No. 20639. Sub. No. 1. The Bettcher Stamping & Manufacturing Co 
et al., Cleveland, O., vs. C. C. C. & St. L. et al. ‘ 

Rates in violation of first three sections of the act, on seconds 
or defective sheet iron or plate iron from points in Official Classj- 
— territory to Cleveland, O. Asks rates for future and rep- 
aration. 

No. 20660. Okmulgee Furniture Co., Okmulgee, Okla., vs. Fort Smith 
& Western et al. 

Rates in violation of sections 1 and 3 of the act, on furniture 
from Fort Smith, Ark., to Okmulgee, Okla. Asks reparation. 

No. 20661. Bert Kilmer, Winnebago, Neb., vs. Santa Fe et al. 

Unreasonable rates on refined petroleum _in tank cars, from 
Augusta, Kan., and points in Oklahoma to Winnebago, Neb. Asks 
reparation. 

No. a Los Angeles Soap Co., Los Angeles, Calif., vs. Southern 
acific. 

Rate on imported soya bean oil taken from ships direct to tank 
cars, from San Francisco to Los Angeles, in violation of section 1, 
Asks for a reasonable rate and reparation. 

No. 20664. Emsco Steel Products Co. et al., Los Angeles, Calif., vs. 
Santa Fe et al. 

Rates and charges on rivets and bolts from Los _ Angeles to 
Casper, Wyo., oi! well supplies from Los Angeles to Ute, Thomp- 
sons, and Crescent Siding, Utah, to Kemmerer and Salt Creek, 
Wyo.; to Gallup, N. M.; to Levell, Maud, Tulsa, Sand Springs and 
Seminole, Okla.; to Wickett, Pyote,, Odessa, Garden Villa, Hous- 
ton, White Deer, Dallas, and Mykawa, Tex.; and Durango and 
Wellington, Colo., in violation of section 1. Ask for reasonable 
rates and reparation. 

No. 20665. United Paperboard Co., Inc., New York City, N. Y., vs. 
B. & A. et al. 

Rates on boxboard, chipboard, pulpboard and paper boards from 
Thomson, N. Y., to points in Massachusetts, in violation of the 
first three sections of the act. Asks for just, reasonable, non- 
prejudicial and non-discriminatory rates and reparation. 


No. — _ Co. et al., Indianapolis, Ind., vs. C. C. C. & St. 

4. et al. 

Illegal rates on bicarbonate of soda, lime, sugar, tea, tin cans, 
pails and lids, medicine, drugs, soaps, salt, capsules, snake root, 
turnips, wrapping paper, strawboard, mayonnaise, machinery, 
flowers, fiberboard boxes, printed matter, green salted hides and 
other articles between Indianapolis, Ind., and Columbus, O., on 
the one hand, and Springfield, Joplin, Mt. Vernon, Kansas City 
and St. Joseph, Mo., Omaha and Lincoln, Neb., Sioux City, Ia., 
Topeka and Wichita, Kan., Denver and Colorado Springs, Colo., 
and other points in Iowa, Missouri, Kansas, Nebraska, and Colo- 
rado, on the other hand. Asks reparation. 


No. 20667. County of Allegheny, Pa., by W. L. McKinney, Pittsburgh, 
Pa., va. N. Y. C. et al. 

Rates in violation of first three sections of the act, on lake 
sand from Sandusky, O., to Bakerstown and other Pennsylvania 
points. Asks reparation. 

No. 20668. The Ohio Steel Foundry Co., Lima, O., vs. U. T. & I. et al. 

Charges in violation of first three sections of the act, on sand 
from Barr, O., to Springfield, O., via Tecumseh, Mich. Asks cease 
and desist order and reparation. 

Noa, — Logan-Long Co., Chicago, Ill., vs. Atlanta & West Point 
et al. 

Rates in violation of first four sections of the act, on pre- 
pared roofing and asphalt shingles from Oakland City, Ga., to 
Rogers, Ark. Asks cease and desist order and reparation. 


oat oe Oil Co. of New Mexico, Roswell, N. M., vs. Santa 
“e et al. 

Unreasonable charges on second hand steel tanks from Haynes- 
ville, La., to Albuquerque, N. M. Asks rates for future and rep- 
aration. 

No. 20671. I. Halpern Bros. & Co., Inc., Philadelphia, Pa., vs. Central 
of New Jersey et al. 

Rates and/or charges in violation of sections 1 and 3 of the 
act, on scrap brass and/or copper from Philadelphia, Pa., to 
Carteret, N. J. Asks rates for future and reparation. 


No. 20672. Interstate Commerce Commission vs. Kansas City South- 
ern Railway Co. 

Alleges violation of section 7 of Clayton anti-trust act. 

No. 20673. Maritime Contracting Corporation, New York, N. 
B. & O. et al. 

Alleges combination to give William Spencer & Son Corpora- 
tion unlawful and unreasonable advantage in violation of sec- 
tions 2 and 3 of the act with respect to Contracts for terminal 
freight handling, etc., in New York harbor, also in violation of 
section 10 of the act. Asks cease and desist order. 

No. aw —" County Oil Co., Redwood Falls, Minn., vs. C. & 

; . et al. 

Unreasonable, discriminatory and prejudicial rates on petroleum 
products from Oklahoma, Kansas and Texas points to Redwood 
Falls, Minn. <Asks rates for future and reparation. 

No. —— Col-Tex Refining Co., Oklahoma City, Okla., vs. T. & P. 
et al. 

Rates in violation of sections 1 and 38 of the act, on refined 
petroleum from Colorado, Tex., to Birmingham, Ala. Asks rates 
for future and reparation. 

No. 20676. Arnold Fruit Co., Inc., Jacksonville, Fla., vs. Southern et al. 

Charges in violation of first three sections of the act, on fresh 
tomatoes from points in North Carolina to Jacksonville, Fla. Asks 
rates for future and reparation. 

No. 20677. Escanaba Paper Co. et al., Groos, Mich., vs. A. & S. et al. 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from points in Ontario and Manitoba, Can., and Michigan, 
to points in Missouri, Arkansas, Louisiana, Texas, Oklahoma, 
Kansas, Colorado and New Mexico. Asks rates for future. 

No. 20678. American Beauty Macaroni Co., Denver, Colo., vs. Union 
Pacific et al. : 

Alleges it is unreasonable to grant stop to unload partially priv- 
ileges On numerous commodities shown in defendants’ tariffs and 
to refuse said privilege on macaroni products from Denver, Colo., 
to points in Colorado, Wyoming, Montana, Idaho, Washington, 
Oregon, New Mexico, Texas and Arizona. Asks relief for future. 

No. 20679. Traffic Bureau of Keokuk Chamber of Commerce et al. 
Keokuk, Ia., vs. C. B. & Q. 

Rates in violation of sections 1 and 3 of the act, on sand and 

gravel from Quincy, Ill., to points in southeastern Iowa. Asks 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 


H. E. Chenoweth, Com. Agent 
ares Building 


cago, Ill. 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . . 107 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City 69 Hours 


NATIONAL RAILWAYS OF MEXICO 


Responsible ~ Reliable ~ Reasonable 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 


Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


PMS x 2 RARER ABE RES BS 
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rates not to exceed the basis maintained by defendant from La 
Grange, Mo., to the same territory. 
No. 20680. Liberty Cooperage & Lumber Co., Fort Wayne, Ind., vs. 
Pennsylvania et al. 
Sixth class rate in violation of sections 1 and 4 of the act, on 
rough lumber from Upland, Ind., to Union City, Pa. Asks repara- 


tion. 
No. F ey _ ene Steel Castings Co., Tulsa, Okla., vs. C. R. lL & 

. et al. 

Unreasonable rates on moulding, glass and silica sand from 
Ottawa and Utica, Ill., to Tulsa, Okla. Asks rates for future and 
reparation. 

No. 20682. Caruso, Rinella, Battaglia Co., Inc., Schenectady, N. Y., vs. 
American Railway Express Co. 

Unreasonable and prejudicial rates and charges on strawberries 
from Pittsville, Md., to Albany, N. Y., diverted to Buffalo, N. Y 
Asks reparation and rates for future. 

No. rns . ; Concrete Pipe Co., North Little Rock, Ark., vs. 

Charges in violation of sections 1 and 4 of the act, on sewer 
pipe from North Little Rock, Ark., to Kremlin, Okla. Asks rep- 
aration. 

No. 20684. Edward Hines Yellow Pine Co., Wilmington, Del., vs. Mis- 
sissippi Southern et al. 

Rates and charges in violation of first three sections of the act, 
on yellow pine lumber from Lumberton, Miss., to Valley Head, 
Ala. Asks reparation. 

No. 20685. The Cooper Grocery Co. et al., Waco, Tex., vs. Angelina 
& Neches River et al. 

Rate of 57% cents on green coffee from New Orleans, La., to 
Waco, Tex., in violation of sections 1 and 3 of the act. Asks rate 
not in excess of that to Fort Worth and Dallas, Tex. 

No. — Fort Worth Gas Co. et al., Fort Worth, Tex., vs. Santa Fe 
et al. 

Unreasonable rates on tin case gas meters from Erie, Pa., to Fort 
Worth and Dallas, Tex. Asks rates for future and reparation. 
No. —" Phillips Petroleum Co., Bartlesville, Okla., vs. Santa Fe 

et al. 

Unreasonable rates on structural iron and steel from various 
points of origin to Panhandle and Borger, Tex., fabricated at 
Muskogee, Okla. Asks rates for future and reparation. 

No. 20688. David B. Scott, as receiver of Natural Soda Products Co. 
a — Chemical Co., Inc., Los Angeles, Calif., vs. D. & R. G. 

. et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
coke from Sunnyside, Utah, and coal from Winter Quarters, Utah, 
b Keeler and Skinner, Calif. Asks rates for future and repara- 
tion. 

No. - 20688. Sub. No. 1. Inyo Chemical Co., Los Angeles, Calif., vs. 
Santa Fe et al. 

Same complaint and prayer as to coke from Sunnyside and Iron- 
ton, Utah, to Cartago, Calif. 

Na. 20689. The Stoll Mfg. Co., Denver, Colo., vs. Union Pacific et al. 

Alleges violation of sections 1 and 3 of the act, because no 
provision is made in tariffs for shipment of tents and camp re- 
frigerators on same commodity rate as other camp equipment 
articles of even less importance. Asks same rates and minimum 
weights between Colorado points and points in California, Oregon 
and Washington as apply on other camp equipment articles. 

No. 20690. St. Regis Paper Co. et al., Watertown, N. Y., vs. A 
et al. 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from Norwood, Harrisville and other New York points to 
points in Virginia, Kentucky, Tennessee, the Carolinas, Georgia, 
Florida, Louisiana east of Mississippi River, Alabama_and Mis- 
sissippi, as compared with rates from New England, Wisconsin, 
Michigan, Minnesota and Ontario. Asks rates for future. 


No. 20691. + ieiaoeeed Chemical Co., Chattanooga, Tenn., vs. N. 
Y. C. et al. 

Unreasonable rates and charges on Glauber salts from Grasselli, 
Ind., and Cleveland, O., to Chattanooga, Tenn. Asks rates for 
future and reparation. 

No. — Polito & Moscrey Co. et al., Omaha, Neb., vs. C. & N. W. 
et al. 

Charges in violation of first four sections of the act, on 
bananas from Mobile, Ala., New Orleans, La., and Gulfport, Miss., 
to Omaha, Neb., and Council Bluffs, Ia. Asks rates for future and 

sreparation. - 
No. 20693. Ichabod T. Williams & Sons, Carteret, N. J., vs. A. Cc. La 
et al. 

Rates in violation of sections 1 and 3 of the act, on mahogany 
lumber and veneer from Carteret, N. J., to points in the Carolinas, 
Virginia, Tennessee, Kentucky and Alabama. Asks rates for fu- 
ture and reparation. 

No. 20694. Jackson (Miss.) Traffic Bureau for Merrill Engineering Co. 
va, A. C. L. ot al. 

Rate in violation of sections 1 and 6 of the act, on trench oo’ 
ing machinery from St. Petersburg, Fla., to Picayune, Miss. Asks 
lawful rates and reparation. ; 

No. 20695. Star Can Opener Co., San Francisco, Calif., vs. C. M. & 
St. P. et al. 

Unreasonable rates on can openers from Torrington, Conn., to 
Chicago, Ill. Asks refund. 

No. 20696. Bakelite Corporation, New York, N. Y., vs. Boston & Al- 
bany et al. ; , : 

Unreasonable rate on bakelite (synthetic gum) from Chicago to 
Pittsfield, Mass. Asks rate for future and reparation. 

No. 20697. Cheek-Neal Coffee Co. et al., Jacksonville, Fla., vs. Penn- 
sylvania et al. : 

Illegal and unreasonable rates on tin plate scrap from Jack- 
sonville, Fla., to Neville Island, Pa. Asks rates for future and 
reparation. 

No. 20698. Gilliland Oil Co., Tulsa, Okla., vs. Missouri Pacific et al 

Rate in violation of first three sections of the act, on natural 
and/or casinghead gasoline from Louann, Ark., to Brunswick, Ga. 
Asks rates for future and reparation. 

No. 20699. Alexander King Stone Co., Bloomington, Ind., vs. C. I. & 
L 


Alleges defendant refused to set cars for loading stone at its 
quarry. Asks for an order requiring the setting of such cars 
for that purpose and reparation estimated at $179,946.72. 

No. — United States Graphite Co., Saginaw, Mich., vs. B. & O. 
et al. 

Charges in violation of first three sections of the act, on graph- 
ite, between points in Official Classification territory. Asks rates 
not exceeding 90 per cent of sixth class and reparation. 

No. _" General Box Co., Chicago, Ill., vs. St. Louis Southwestern 
e § 

Unreasonable rates and charges on rough lumber from Frank- 

lin, La., to Illmo, Mo. Asks reparation. 
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No. 20702. Midwest Wool Trade Association, Chica , 
& Western st al. + en a, ee An 
tes and charges in violation of first three sectio 
act, on wool in the grease, in sacks, from points in Towa. at 
souri, Minnesota, Michigan (northern peninsula) and Wis 'st 3 
in transit for periods ranging from one to twelve months ored 
moved from transit points to points in New York, Pennsylvant’ 
New Jersey, Massachusetts, Rhode Island, Maryland, Maine Ne 
Hampshire, Virginia and West Virginia. Asks rates for futur vd 
~~ ey 
oO. 3 oston ool Trade Association et al. 
— A age ny et al. = em, Mass., va 
nreasonable rates on wool and mohair from points in 
of the United States lying on and west of the eastern bounies 
of North.Dakota, South Dakota, Nebraska, Kansas, Oklahoma 1 
Texas, also all points of origin shown in Agent Boyd’s I cud 
No. A1794, Agent Toll’s I. C. C. No. 1196, Agent Johnson’s [ C Cc 
No. 1862 and I. C. C. No. 1977, to points in New York, New jer. 
sey, Connecticut, Pennsylvania, Rhode Island, Massachusett, 
Vermont, New Hampshire, Maine and Ohio. Asks rates for fu. 
No. 20704, "The Bay Go., Brid t, C We 
a. . e Bay Co., Bridgeport, Conn., vs. Boston & Mai 
Unreasonable rates on cotton piece goods from Exeter, Nit : 
Bridgeport, Conn. Asks rates for future and reparation ©” ” 
No. a, oo Valentine-Clark Co., St. Paul, Minn., vs. Northern Pa- 
cific et al. 
Charges in violation of sections 1 and 6 of the act, on 
fem Minnesota Transfer, Minn., to Drakes Branch, eer + ng 
und. 
No. 20706. Pendleton & Gilkey, Minneapolis; Minn., q 
Red Lake & Manitoba et al. . tus Minneapolis, 
Charges in violation of sections 1 and 6 of the act, on cedar 
‘ gocte — ts Pasa *. ae. — Asks reparation, 
oO. A eneral Petroleum Corporation o alif 
Calif., vs. D. & R. G. W. et a — Angeles, 
Rates and charges in violation of sections 1 and 4 of the act 
on oil well supplies from Los Angeles to Placerville, Colo., on 
steel pipe from Thenard, Calif., to Placerville, Colo., on wrought 
iron pipe from Wilmington, Calif., to Placerville, Colo., oil well 
supplies from Los Angeles to Montrose, Colo., also from Torrance 
Calif., to Montrose, and from Montrose to Los Angeles, on oil well 
—- and motors and parts. Asks rates for future and repara- 
ion. 
No. | ng De ae Lick Springs Hotel Co., French Lick, Ind., vs. ¢, L 
» et al. 
Rates in violation of sections 1 and 4 of the act, on mi 
water from French Lick, Ind., to Little Rock, Ark. Asks = 
for future and reparation. 


No. 20709. Michigan Silo Co.,” Kalamazoo Mich., an i 
Norwich, N. Y., vs. B. & A. et al. , anne 
ates on cement silo slabs, from Peoria, Ill., and Blo 
Ind., to points in New York, Massachusetts, Maine, Now Jeum 
Pennsylvania and other eastern states. Ask for reparation on 
shipments in the period when rates on cement slabs higher than 
those on hollow building tile were in effect. 


No. 20710. A. A. Tindall et al., Stuttgart, Ark., and oth 
———_ S = agemae et al. orm 
njust and unreasonable rates on rough rice from Stuttgart, 
and other Arkansas points to destinations in Arkansas, Lowlaans 
and Texas. Asks for reasonable rates and reparation. 


No. 20711. Crane Co., Chicago, Ill., vs. C. & O. et al. 
Rate on_cast iron pipe and fittings from Anniston, Ala., to 
Lee Hall, Va., in violation of the first and fourth sections, Asks 
for reasonable rate and reparation. 


No. 20712. Jackson Traffic Bureau, Jackson, Miss., vs. A. G. S. et al. 
_ Rates on newsprint paper from Ottawa, Ont., to Jackson, Miss, 
in violation of the first and third sections. Asks for new rates 
and reparation. 


No. 20713. W. A. Murphy, St. Paul, Minn., vs. Amer. Ry. Exp. et al. 

Excessive and unreasonable lighterage charges on five carloads 

of cherries, between Jersey City, N. J., and Pier 20, New York, 

os ates originated in Washington and Oregon. Asks for 
reparation. 


No. 20714. Missouri Gravel Co., Omaha, Neb., vs. C. B. & Q. et al. 
Rates on sand and gravel from Louisiana, Mo., to Quincy, Ill, 
in violation of first and third sections. Asks for reasonable rates 
and reparation. 


No. 20715. The National Screw Manufacturing Co., Cleveland, 0O., vs. 
N. Y. C. & St. L. R. R. ° Cine: 
Illegal charges on a carload of iron bolts from Cleveland, 0., to 
Memphis, Tenn. Asks for reparation. 


No. 20716. Northwestern Terra Cotta Co. et al., Denver, Colo., vs. 
Burlington et al. 
_ Unreasonable rates on petroleum fuel oil from Casper, Wyo., and 
grouped points and from Parco, Wyo., to Denver, Colo. Ask for 
reasonable rates and reparation. 


No. 20717. The Nu-Shine Co., Reidsville, N. C., vs. A. & V. et al. 

Unreasonable rating, rates and charges on shoe and leather 
dressing from Reidsville, N. C., to points in the three classifica- 
tion territories. Asks ratings and rates for future and reparation. 

No. 20718. South Georgia Traffic Bureau, Tifton, Ga., vs. A.C. L. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on water: 
melons from Tifton, Ga., to Mayfield, Ky. Asks rates for future 
and reparation. 

No. 20719. Omaha Chamber of Commerce Traffic Bureau, Omaha, 
Neb., vs. C. & N. W. et al. 

Rates and charges in violation of sections 1, 3 and 13 of the 
act, on general merchandise articles between Omaha, Neb., and 
points in Iowa. Asks same specifications and ratings as now main- 
tained on corresponding traffic moving within Iowa. 

No. bn yp _ Fruit House, Saginaw, Mich., vs. Michigan Cet- 
ral et al. 

Unreasonable rates on bananas from Baltimore, New York and 
Philadelphia to Saginaw. Asks rates for future and reparation. 

No. = Sub. No. 1. The Bay Co., Bridgeport, Conn., vs. New 

Rates in violation of sections 1 and 4 of the act, on cotton 
piece goods from Walpole, Mass., to Bridgeport, Conn. Asks rates 
for future and reparation. 

No. 20721. South Chester Tube Co., Chester, Pa., vs. Santa Fe et al. 
_ Rates in violation of sections 1 and 4 of the act, on wrought 
iron or steel pipe from Chester, Pa., to points on Santa Fe in 
New Mexico. Asks rates for future and reparation. 

No. 20722. Allegheny Steel Co., Brackenridge, Pa., vs. W. & L. E. et al. 

Rates in violation of sections 1 and 4 of the act, on sand from 
Dundee, O., to Brackenridge, Pa. Asks reparation. 

No. 20723. The F. J. Lewis Mfg. Co., Chicago, Ill., vs. A. C. & Y. et al. 

Rates in violation of sections 1 and 3 of the act, on pitch coke 
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Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


3 The Traffic Bulletin 
=] 118 S. Market St. Chicago, Illinois 
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Electric Traction 


freight service is two to 
fifteen times faster between 


NE WA RK 
ZANESVILLE 


OHIO 


and 


SOOO 


Miles of Electric 
Railway Territory 
IN 


OHIO - IND. - MICH. 


The SOUTHERN OHIO PUBLIC 
SERVICE COMPANY also offers a 
new coordinated Steam and Electric 
Freight Service between Newark and 
Zanesville and Chicago and other 
“Monon” Points. 















Southern Ohio 
PUBLIC SERVICE 
Company 


SOUTHERN OHIO 
PUBLIC 
SERVICE CO. 


LLYLE E. BLAND 
Director of Public Relations 
RICHARDS BLDG., ZANESVILLE, OHIO 


“Ship by Traction” 
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Ill., Fairmont, W. Va., and Dover, O., to 
Asks rates for future and reparation. 


from Granite City, 
Niagara Falls, Ont. 


LAKE CARGO TO COURTS 


The Trafic World Washington Bureau 


A conference of southern operators March 9 voted to take 
the Commission’s latest lake cargo coal decision to the courts 
with a view to having it set aside as depriving them of con- 
stitutional rights. 

While the operators were conferring, President Smith, of 
the Louisville & Nashville, Vice-President Whitaker, of the 
Chesapeake & Ohio, and President Needles, of the Norfolk & 
Western, considered the subject on behalf of the railroads. 
Governor Gore, of West Virginia, carried word of what the op- 
erators had done to the railroad officials and asked them whether 
they would not join in that litigation. The railroad officials 
said they were not prepared to say what would be done and 
that they would not be able to give a definite answer before 
consulting with their attorneys. 

Attorneys for the coal operators have been working on the 
case with a view to going to the courts, for several weeks, and 
the record in the case has been certified by the Commission 
for their use. 


DOINGS OF THE TRAFFIC CLUBS 


Col. Leroy Smith, of the Better America Federation of 
California, was the speaker at a meeting of the Women’s Traffic 
Club of Los Angeles February 29. He spoke on “Obstacles to 
Economic Progress.” Dessie Phipps, Norton, Lilly Company, 
spoke on “Ocean Commerce” and Helen C. Hughes, Santa 
Fe, spoke on “Railroad Transportation.” 


The Traffic Club of New Orleans, at a luncheon at the 
Roosevelt Hotel March 2, had as its guests a number of the 
officials of the New York Central. Semmes Walmsley, commis- 
sioner of finance, New Orleans, delivered the address of wel- 
come and Joseph Lalande, president of the club, introduced the 
guests. G. H. Ingalls, vice-president, New York Central, and 
H. A. Worcester, vice-president, Big Four, made short talks. 
Among the other guests were C. S. Millard, general manager, 
Big Four; S. L. Smith, president, National Malleable Company; 
W. T. Stevenson, traffic manager, Big Four; and D. M. Bowman, 
general passenger agent, Big Four. 


The March meeting of the Tri-State Traffic Club will be held 
March 19 at Pittsburg, Kan., instead of at Carthage, Mo., as 
announced. It will be a dinner-meeting at the Besse Hotel. 
Clyde M. Reed, chairman of the Trans-Missouri-Kansas Regional 
Advisory Board, will be the principal speaker. The meeting 
will be the first of a series to be held in the three-state district 
(Mo., Kan., Okla.). 


The Springfield (O.) Traffic Association will hold its seven- 
teenth annual meeting at the Hotel Shawnee March 14. R. C. 
Fulbright, Houston, Tex., chairman of the legislative committee 

f the National Industrial Traffic League, will speak on “Some 
hases of Railroad Legislation.” 


The annual banquet and meeting of the Women’s Traffic 
Club of San Francisco was held March 8 at the Stewart Hotel. 
Election of officers was to be held and officers and chairmen 
of the various committees gave their annual reports. 


The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel March 5. A short talk was made by Mr. Miley, 
attorney for the Fort Smith & Western. 


The Traffic Club of Philadelphia will hold an “inaugural 
meeting” at the Bellevue-Stratford Hotel March 12. Richard 
Weglein, director, Department of Wharves, Docks and Ferries, 
City of Philadelphia, will be the speaker. Entertainment will in- 
clude a moving picture presenting various phases of operation of 
German State Railroads. 


The presidents of Houston luncheon clubs were guests of 
the Traffic Club of Houston at a meeting March 6. H. E. 
McGee, vice-president and general manager, M. K. & T., Dallas, 
will be the speaker at a meeting March 13. A joint meeting 
will be held with the Foreign Trade Club and the Conopus Club 
March 20. Lane Cricher, assistant chief of the transportation 
division of the Bureau of Foreign and Domestic Commerce, will 
speak on “Uniform Through Export Bills of Lading.” 


The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club March 5. Dr. Thornwell Jacobs, president of 
Oglethorpe University, was the speaker. Entertainment in- 
cluded a monologue by W. L. McConnell, rate department, 
Central of Georgia; bird imitations by Robert M. Martin, freight 
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service agent, Central of Georgia, Macon, Ga., and saxaphg 
and piano numbers by S. G. Pair, of the Atlantic Ice ang Con 
Company, Macon, Ga., accompanied by his wife. E. M. " 
rate expert of the Georgia Power Company, spoke on “pypj, 
Utilities Commission” at a meeting of the Traffic Study Chih 
March 1. Mr. Price answered questions, following his talk a 
there was a general forum discussion. : 


The recently organized Baton Rouge Traffic Club wil] hold 
“Illinois Central Day” at the Hotel Heidelberg March 15, }, 
speakers will be D. W. Longstreet, traffic manager, Illinois Cen 
tral, Chicago, and T. B. Curtis, former president of the Traffic 
Club of Atlanta and first vice-president of the Associated Tra 
Clubs of America. ' 


The Junior Traffic Club of St. Louis held its installation 
officers at the Chamber of Commerce building March 7. Ty, 
following assisted in the program: R. W. Huey, president of 
the Traffic Club of St. Louis; Lee Orcutt, president, St. Loni 
Shippers’ Conference, and John C. Ryan, of the Ryan Tra, 
Service. The ladies were invited and entertainment includ 
bridge and dancing. 


The Transportation Club of Decatur will hold its anny 
ney gg outing, including a two-day golf tournament, Juy 
an 5 7 


The Traffic Club of Wichita held a luncheon at the Wichit, 
Club March 8. Charles Lawrence, city commissioner, was the 
speaker. A dinner-dance will be held at the Innes Tea Roop 
March 22. It will be known as “Kansas City Night.” 


The Traffic Club of Minneapolis held a luncheon at its ch) 
room March 8. Judson L. Wicks, president of the Minneapolis 
chapter of the Izaak Walton League, told of what was being 
done by his organization to conserve the wild life of Minnegot,, 


The Los Angeles Transportation Club held an open form 
meeting at the Builders’ Exchange Building March 7. Kenneth 
H. Gillette, assistant superintendent, A. T. & S. F., spoke 
“Freight Claims and Prevention.” The committee on claims ani 
claim prevention, with E. T. Albert, claim agent, Pacific Electric 
Railway, as chairman, was in charge. 


The Traffic Club of Kansas City held a meeting at the Hote 
Baltimore March 6. William A. Bailey, managing editor of the 
Kansas City Kansan, Kansas City, Kan., spoke on “Kansas” 
There was a program of music. 


L. E. Ayer, general agent, Grand Trunk Railway, has ter 
dered his resignation as a director of the Associated Trafic 
Clubs of America, due to his transfer to Detroit, the Detroit 
Traffic Club not being a member of the association. 


There was an attendance of about 100 at a meeting of the 
Traffic Club of Tulsa March 6. C. S. Avery, Tulsa Chamber of 
Commerce, spoke on “Greater Tulsa” and A. F. Wynn, trafic 
manager, Skelley Oil Company, spoke on “Air Transport.” 
A. C. Holmes, traffic manager, Empire Refining Company, wa 
chairman of the entertainment committee. Guests included A. 
L. McKee, Barnsdall Refining Company; F. B. Austin, freight 
traffic manager, Erie, Chicago; G. E. Schmitzer, general freight 
agent, Rock Island, Little Rock, and J. B. Herman, America 
Car & Foundry Company, St. Louis. 


The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel March 6. E. T. Dakin, general auditor, North: 
ern Pacific, spoke on “Pooling of Passenger Trains.” The pub 
lic affairs and educational committee was in charge. 


In his address at the luncheon of the Traffic Club of Chi 
cago, March 5, C. S. Duncan, economist of the Association 0 
Railway Executives, traced the history of railroad consolidatio. 
which, he .said, was no new thing, since most railroad system! 
were composed of many separate organizations, and explained 
the changes in public opinion that had led to the present legit 
lation and attempts to change it. He said the Parker-Fess bil 
seemed to meet the necessities of the situation with respet 
to consolidation except that he did not like the proposed amen 
ment providing that no consolidation might be permitted thi 
meant a substantial lessening of competition. This, he sai 
would be a contradiction of the reason for consolidation. 


The York Traffic Club held a dinner-meeting at “Ralph? 
March 8. Walter G. McBlain, of the Mutual Life Insurabé 
Company, spoke on “Selling Yourself.” 


In lieu of its regular meeting, the Bridgeport Traffic As® 
ciation accepted an invitation to meet with the New Englall 
Traffic League at the Stratfield Hotel March 8. A “Dutch tre 
lunch was served, followed by the business session. Subjet 
on the docket included the following: Federal motor vehi 
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regulation; southwestern, southeastern and eastern rate Cases; 
Cuban parcel post, and the sub-block American Railway Express 
Company rates for New England. 


The Toledo Transportation Club held a meeting in its club 
rooms March 7. A nominating committee of eleven members 
was appointed to draw up a ticket of nominations. Moving 
pictures of northern Pacific coast territory and interior Alaska 
were shown, through the courtesy of Beryl L. Boyer, of Boyer- 
Kruse Company. 


The Traffic Club of New York will hold its third forum 
meeting of the year in the club rooms March 20. Charles W. 
Braden, vice-president of the Club, will be in charge. The sub- 
ject will be “Uniform Railroad Bill of Lading.” Mr. Braden, 
who is chairman of the bill of lading committee of the Shippers’ 
Conference of Greater New York and a member of the National 
Industrial Traffic League’s bill of lading committee, will present 
the historical development of the railroad bill of lading during 
the past eighty years, bringing in the various amendments to 
the act which affected it up to, but not including, the Newton 
bill amendment of March 4, 1927, which is not yet incorporated 
in the printed terms of the bill of lading. R. N. Collyer, chair- 
man for the eastern carriers’ bill of lading committee, and two 
other members of that committee, George R. Allen, assistant 
general counsel for the Pennsylvania, and Herbert A. Taylor, 
general counsel for the Erie, will be present. Mr. Allen and 
Mr. Taylor will discuss the following features: 1. Practice of 
shippers furnishing, for their own convenience, their own Dill 
of lading forms, and the refusal of carriers to sign such which 
are of unusual size or style and do not correspond with the 
terms of the lawfully published and filed bill. 2. The discour- 
agement of the practice under which the straight bill of lading 
is made to usurp the functions of an order notify bill of lading. 
3. Liability of consignor for freight charges (section 7, bill of 
lading). 4. The requirement of the carriers for filing indemnity 
or surety bond in order to obtain delivery of goods where order 
bill of lading has been lost. 5. Routing and misrouting. 6. The 
revision of the terms and conditions of the uniform bill of 
lading now in use to make same conform to the interstate com- 
merce act as amended by the Newton bill of March 4, 1927. 
For the third section of the forum, R. S. Guilford, of the Inter- 
national Mercantile Marine, will briefly discuss carrier’s liability 
on the seas, and the major maritime laws governing such. The 
final section will be a general discussion from the floor. Steps 
are being taken to hold a bill of lading exhibit in the club rooms 
on the day and evening of March 20, consisting of the various 
bills of lading used in the past, some of them dating back almost 
a hundred years. The regular “home dinner” will be sereved 
at six o’clock. The six features with respect to the bill of 
lading to be discussed by Messrs. Allen and Taylor were se- 
lected by Mr. Braden after making a survey of the questions 


asked in the “Questions and Answers” department of The Traffic 
World. 


The Omaha Traffic Club elected the following officers Feb- 
ruary 28: President, W. D. Clifton; first vice-president, Dan 
Geilus; second vice-president, R. J. Ross; secretary-treasurer, 
W. V. C. McCormack; directors, Harry H. Viner, O. E. Ellis, 
C. H. Reinhardt, L. G. Reynolds, Martin S. Brown and G. A. 
Remington. The by-laws were amended, changing the night of 
meeting from the last Tuesday in the month to the third Thurs- 
day. The next meeting will be held at the Elks Club March 


15. Dinner will be served and there will be a program of 
entertainment. 


The Indianapolis Traffic Club will hold a dinner-meeting at 
the Chamber of Commerce March 22. J. J. Brown, chairman of 


ye Indiana Board of Tax Commissioners, will speak on “Taxa- 
tion.” 


Personal Notes 


en 


S. S. Butler has been appointed general freight traffic 
manager, Frisco, at St. Louis. B. H. Stanage has been appointed 
traffic manager in charge of matters before the Commission and 
the state commissions. J. M. Strupper has been appointed as- 
sistant freight traffic manager. Robert N. Nash has been ap- 
pointed freight traffic manager. 

S. W. Fisher, of Chicago, formerly with the transportation 
division of the American Railway Association, has returned to 
Chicago after spending two months on the National Railways 
of Mexico, making a special study of car service and operating 
conditions. He was affiliated with the National Railways of 
Mexico, from which he resigned to engage in private business, 
and was recalled by the management last October to make this 
special study of economics in transportation matters. 

James B. Duncan, Oakland, Calif., east bay representative 
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of the Calmar and Pacific Carribean Steamship Lines, former, 
operating manager of the Black Diamond Steamship Company 
New York, died at his home February 29. He was a membe 
of the Oakland Traffic Club and the Pacific Traffic Association, 

W. H. Chandler, traffic manager of the Merchants’ Associa. 
tion and chairman of the Shippers’ Conference of Greater Ney 
York, has been nominated to succeed himself as head of th 
latter organization, which will hold its annual election ang 
meeting March 13. Others nominated are: Vice-chairman, Rj. 
lins White; secretary, P. W. Moore; treasurer, G. M. Loeffler, 
board of governors, A. J. Whitman. The nominating committy 
consisted of E. J. Tarof, chairman; C. W. Braden, A. J. Whit 
man, C. L. Hilleary and T. T. Harkrader. 

In the report of the hearing in docket 20136, J. C. Penney 
Company, Inc., against the C. C. C. & St. L., involving rates 
on hosiery, Traffic World, March 3, page 528, it was erroneously 
stated that K. M. Wharry was traffic manager of the complaip. 
ant company. He is connected with the Illinois Freight Audi 
Company, which handled the complaint. 

G. F. Nichols has been appointed foreign freight agent, 
Canadian Pacific, at Detroit. 

Walter S. Larsen has been appointed general agent, Chicago 
and Illinois Midland, at Tulsa, succeeding J. R. Lawrence, re. 
signed. 

. A banquet was given by officers and employes of the 
Southern Freight Association at the Atlanta Athletic Club, 
Atlanta, Ga., February 27, to welcome John E. Tilford, the ney 
chairman of the association, and as a farewell to Charles Bar. 
ham, who retired as chairman to become vice-president and 
traffic manager of the N. C. & St. L. 


MEN IN TRANSPORTATION 


The Railway Business Association will celebrate its twen. 
tieth anniversary at its annual dinner this fall. Frank Wright 
Noxon will, at the same time, celebrate his twentieth anni. 
versary as secretary of the association. On September 30, 1908, 








FRANK W. NOXON 


the association was organized and on the following day Mr". 
Noxon accepted a position with it and shortly thereafter was 
made secretary. 

With a membership composed of manufacturers of railway 
equipment, materials, and supplies, and railway contractors and 
engineering concerns, the object of the association is to promote 
governmental policies designed to strengthen and stabilize rail- 
way purchasing power. 

“For the first eight years the work of the association was 
largely one of conciliating the public wrath against the railways 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR (Wilmingten), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 
















Steamer From P. Newark 
ree. March 2 (sailed) 
oe: nn March 15 
iio 2 4 So eae March 31 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From From 
Steamer Mobile New Orleans 
a Mar. 10 Mar. 13 
SULANIERCO........... Mar. 19 Mar. 23 
ele RE Rte Mar. 29 |; April 2 


*Also calls at Portland and Seattle direct. 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 14 day every 14 days 


TRANSMARINE LINES 


Port Newark Terminal 


Aquactons | Lewy x a bmg ne. Los 


ali stn 
tsburgh, San F: e 





ag 
* WILLIAMS LINE 


a Ship by Water 


VIA 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 
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THE TIMES DEMAND IT — 


The tariff file of today must meet new and 

modern ideas in appearance, efficiency and speed. 
It must offer true value at a reasonable price. 
Here is a tariff file that satisfies everyone. 
Let us show you why. 





WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY" 








T3—Tariff File Section With 16 3-Inch Drep Frent Tariff Files 





T4—Tariff File Sectien With 12 4-Inch Drep Front Tariff Files 


T-5—Sliding Shelf Sectien 








T7—Lew Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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by emphasizing the public stake in the welfare of the railways 
and by using its good offices with the railways for satisfaction 
of public complaints of practices that were found to obstruct 
conciliation,” said Mr. Noxon. “From 1916 to 1920, its acfivity 
was chiefly in the discussion of proposed provisions of federal 
law intended to supplant the policy of restriction of railway 
earnings with a new policy of adequacy in railway income. The 
association opposed the insertion of a definite percentage of 
return in the transportation act on the ground that its inser- 
tion would subject the adequate income provision to perennial 
attack as being in the interest of the security holder as against 
the shipper. Since the passage of the transportation act, the 
association has devoted itself largely to efforts in the interest 
of making the compromise work, and in 1927 it adopted a reso- 
lution providing that, if section 15-a should come up for revision, 
it would ‘labor to preserve a provision requiring the Interstate 
Commerce Commission so to adjust rates that carriers may 
have opportunity to earn net railway operating income in such 
amount as, in the judgment of the Commission will enable them 
to meet the transportation needs of the country by adequate 
enlargement and progressive improvement of their facilities.’ 
In the fall of 1927 the association issued a series of leaflets, 
including annual meeting addresses, having for their purpose 
to develop yardsticks of railway equipment surplus and to test 
the sufficiency of facilities by forecasts of traffic a year ahead 
and five years ahead. The association urges upon all concerned 
the development of five-year railway capital budgets and the 
regulation of rates in accordance with estimated railway income 
requirements.” 

The association has taken an active part in the movement 
to protect the Interstate Commerce Commission from political 
pressure. 

Mr. Noxon has served under the two presidents the asso- 
ciation has had—George A. Post, who was elected the day the 
organization was formed, and Alba B. Johnson, who is now 
serving his tenth term as president, having been elected in 1918. 

Before becoming secretary of the association, Mr. Noxon 
had a wide experience as a newspaperman. Born in Syracuse, 
N. Y., in 1873, he was graduated from the Syracuse high school 
in 1890, attended Syracuse University from 1890 to 1892, and 
Harvard in the winter of 1893-94. He began his newspaper 
work as a reporter on the Syracuse Herald in 1892. From 1893 
to 1900, he was dramatic critic on the Boston Record. He was 
managing editor of the Providence News in 1900, the Boston 
Republic in 1902 and 1903, and the Bostdn Traveler from 1903 
to 1905. Later he was an editorial writer on the Boston Herald. 
In 1907, he was employed by the New Haven Railroad in con- 
nection with public relations’ work on the proposal at that time 
of merging the Boston & Maine with the New Haven, serving 
under Timothy E. Byrnes, at that time vice-president. He is 
a member of the National Industrial Traffic League. The head- 
quarters of the association are in Philadelphia, while the sec- 
retary’s office is in Washington. 

The annual dinners of the Railway Business Association are 
looked forward to in the transportation world. P. Harvey Mid- 
dleton, treasurer and assistant secretary, is the man behind the 
scenes in connection with this important activity of the asso- 
ciation. The members have as their guests their customers— 
and usually there are present sixty or seventy railroad presi- 
dents or chairmen, one hundred and fifty railroad vice-presidents, 
and hundreds of other railroad officials. In addition, members 
bring from their home cities business men, bankers, editors, and 
other professional men whose presence may be thought timely 
in any year. At the last dinner there were nearly fifteen hun- 
dred present.—S. H. S. 


PACIFIC COAST ADVISORY BOARD 


The next quarterly meeting. of the Pacific Coast Trans- 
portation Advisory Board will be held at the Clift Hotel, San 
Francisco, March 16. Charles E. Virden, general chairman of 
the board, says more than 500 shippers and railroad executives 
of New Mexico, Arizona, Nevada and California will be in at- 
tendance to clear up transportation problems that may have 
arisen in the last quarter year and to estimate the car service 
requirements for the next ninety days. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on February 15 totaled 
136,436, or 6 per cent of the number on line, according to 
reports filed by the carriers with the car service division of 
the American Railway Association. This was an increase of 
231 cars above the number reported on February 1, at which 
time there were 136,115, or 6 per cent. Freight cars in need 
of heavy repairs on February 15 totaled 96,338, or 4.3 per cent, 
a decrease of 356 compared with February 1, while freight 
cars in need of light repairs totaled 40,008, or 1.7 per cent, an 
increase of 587 compared with February 1. 

Locomotives in need of repair on the Class I railroads on 
February 15 totaled 9,349, or 15.5 per cent of the number on 
line. This was an increase of 616 locomotives compared with 
the number in need of such repairs on February 1, at which 
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time there were 8,733, or 14.5 per cent. Locomotives in y 
of classified repairs on February 15 totaled 5,040, or 94 Der 
cent, an increase of 279 compared with February 1, While 
4,309, or 7.1 per cent, were in need of running repairs, ap 
increase of 337 compared with the number in need of guyq 
repairs on February 1. Class I railroads on February 15 ha 
7,064 serviceable locomotives in storage compared: With 7,3 
on February 1. 


ALLEGHENY ADVISORY BOARD 


The Allegheny Regional Advisory Board will hold its figy 
regular meeting at the William Penn Hotel, Pittsburgh, p, 
March 15. A meeting of the executive committee will be hej 
March 14. General transportation conditions will be reviews 
by W. J. McGarry, American Railway Association, Washingto, 
D. C., and conditions local to the board will be reviewed by 
C. F. Wolcott, district manager, American Railway Association, 
Under “special reports,” the docket includes a “progress report” 
on “clean cars and tare weights” by A. R. Kennedy, and , 
report by George F. Wagner, freight station section, Americay 
Railway Association. Commodity committee reports, indicating 
the prospective activity in the respective industries and ca 
requirements and reports from the railroads as to condition of 
equipment and other matters will be made. 


ST. LOUIS SHIPPERS’ CONFERENCE 


The St. Louis Shippers’ Conference Association will hod 
its annual dinner at the Hotel Statler, March 20. J. P. Haynes, 
traffic director of the Chicago Association of Commerce, anj 
H. R. Park, president of the Chicago Shippers’ Conference Asgp. 
ciation, will be the speakers. They will discuss cooperation 
between their associations. The primary purpose of the meeting, 
according to the announcement, is to further cooperation be. 
tween all organizations in the St. Louis and East St. Louis 
industrial districts that are interested in traffic, to the end of 
proper protection of shipping interests. Among those expected 
to attend are the presidents and members of the boards of 
directors of the St. Louis Chamber of Commerce, Industrial Club 
of St. Louis, Manufacturers’ and Merchants’ Association, Foreign 
Trade Club, East St. Louis Chamber of Commerce, and exect- 
tives of all St. Louis railroads. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended February 25 was 
estimated by the Bureau of Mines of the Department of Com. 
merce at 10,181,000 net tons, an increase of 807,000 tons as 
compared with the output in the preceding week. Anthracite 
production was estimated at 1,254,000 net tons, an increase of 
229,000 tons as compared with the output in the preceding week. 

Tidewater bituminous coal shipments the week ended Febrv- 
ary 25 were reported as follows: From Hampton Roads, 403,519 
net tons of which 223,905 tons were for New England delivery; 
from Charleston, S. C., 1,171 tons for bunker use. 

Cars of coal forwarded over the Hudson to eastern New York 
and New England the week ended February 11 were reported as 
follows: Bituminous, 3,011; anthracite, 3,129. 


INCREASE IN ST. LOUIS TONNAGE 


Statistics compiled by the traffic bureau of the St. Louis 
Chamber of Commerce show that, despite a decrease of 2.9 per 
cent in the volume of freight traffic handled by all Class I rail: 
roads in the country in 1927, as against 1926, total tonnage 
received at St. Louis increased 1.8 per cent and total tonnage 
forwarded increased 1.4 per cent. The figures showing the 
increase in traffic as between the various classes of carriers 
are as follows: 


Total rail tonnage received at St. Louis, increase 1.7 per cent 
Total rail tonnage forwarded from St. Louis, increase 1.4 per cent. 
Total river tonnage received at St. Louis, increase 4 per cent. Total 
river tonnage forwarded from St. Louis, incerase 3 per cent. Total 
tonnage received at St. Louis, increase 1.8 per cent. Total tonnage 
forwarded from St. Louis, increase 1.4 per cent. Tonnage of rail- 
roads paralleling the Mississippi River received at St. Louis, increase 
9.38 per cent. Tonnage of railroads paralleling the Mississippi Rive! 
forwarded from St. Louis, increase 3.9 per cent. 


ROLLING STOCK ADDITIONS 


Class I railroads in January installed 154 locomotives it 
service, according to reports filed by the railroads with the ca 
service division of the American Railway Association. This 
was an increase of 9 locomotives compared with January, 192), 
but a decrease of 37 under the same month in 1926. Locomo- 
tives on order on February 1 totaled 173, compared with 318 
on the same date last year and 493 on the same date two yeals 
ago. 

Freight cars placed in service in January this year amounted 
to 2,899, compared with 5,484 in January, 1927, and 4,907 iD 
January, 1926. The railroads on February 1 had 19,048 freight 
cars on order. On February 1 last year there were 29,042 
on order and on February 1, 1926, there were 50,636 on order. 
These figures as to freight cars and locomotives include ne¥ 
and leased equipment. 





March 






s fifth 


held 
iewed 
ngton, 
ed by 
ation, 
port” 
and a 
Tican 
Cating 
d car 
on of 


hold 
Ayes, 
» and 
Asso- 
ration 
eting, 
mn be. 
Louis 
nd of 
ected 
ds of 
| Club 
reign 
2XeCl- 


) Was 
Com- 
ns as 
racite 
ise of 
week. 
ebru- 
03,519 
very; 


York 
fed as 


Louis 
9 per 
I rail- 
nnage 
nnage 
g the 
rriers 


> cent. 
r cent, 
Total 
Total 
ynnage 
f rail- 
crease 
River 


yes in 
1e cal 

This 
1927, 
como: 
h 318 
years 


unted 
07 in 
reight 
29,042 
order. 
> new 


7 


March 10, 1928 














DENVER, COLORADO 


FIREPROOF wapemoseas < ON TRACK 
Free Switching to Warehouse. e specialise = Ss eee of 
local and pool car shipments. pak a ise. Loans Negotiated. 


Office Rentals. The Weicker Transfer & Storage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 





We Will Give You 
Reliable Information 
gx About Canada 


Ai gap DEVELOPMENT BRANCH: 
spate For information regarding the 
ale ee = 
nai mining industry of Canada, the 
development and supply of indus- 
trial raw materials available from 
resources along the lines of the Canadian Pacific 
Railway, consult this branch. 
We have an expert staff continuously engaged in 
research relative to all resources including the 
examination of mineral deposits. Practical infor- 
mation is available concerning development oppor- 
tunities, the use of by-products, markets, industrial 
crops, prospecting and mining. 


BUREAU OF CANADIAN INFORMATION: 


The Canadian Pacific Railway, through its Bureau 
of Canadian Information, will furnish you with the 
latest reliable information on every phase of indus- 
trial and agricultural development in Canada. Our 
Reference Library, at Montreal, maintains a com- 
plete data service covering Natural Resources, 


Climate Labor, Transportation Business Openings, etc., 
additional data constantly being added to keep it up to date. 


CANADIAN PACIFIC RAILWAY CO. 


Department of Colonization and Development 
J.S. DENNIS, Chief Commissioner, Windsor Sta., Montreal,Can. 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 


S.S. ECUADOR................ 
S.S. COLOMBIA................ April ia Ace is 
S. S. VENEZUELA...........+.++- May 5 May 7 


Also regular sailings for Mazatlan, Champerice, San Jose 
Guatemala, Acajutla, La Libertad, La Union, Corinto, an 
Puntarenas, San Juan del Sur, Balboa and Cristebal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


CES— 
350 Marquette Bldg., Chicage, Ill. 5 Fone Stvect, Gem Pennsiase, Geb 
10 Wanever Sa., ad Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 
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BARRED OVERCHARGES 


SHOULD NOT BE ABANDONED 
Probably I Can Recover Them For You 


Please send me all of your overcharge claims (All Commodities), 
barred under I. C. C. Conf. Rulings, informal and formal decisions; 
the Danzer Case, the Transportation Act of 1920, or otherwise, in- 
cluding those accruing during Federal Control. 

FREIGHT AUDITOR and 
F. GORDON WILLI 9 TRAFFIC DIRECTOR 
Established 1915 606-7 Kemper Bldg., Kansas City, Mo. 

Transit Expert, Specializing in Auditing Freight Charges on Grain 
and Grain Products. 

References: Any Missouri River Flour Mill (All but a few are my 
clients), The Board of Trade of Kansas City, Mo., The Southwestern 
Millers’ League, Kansas City, Mo., M. Lee Marshall, Chairman Board, 
Continental Baking Co., New York. 


$$$$$$$$$$$$$3$$$$ $$$39$33$33399$ $9993339995 99999399 


Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York Cieg!? 


W.G. Roche Inc., General Agt., 
Dime Bank Building, 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. ohh 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 


R. W. Bruce, General Agent, 


110 South Dearborn St.,.a2: 00 


$ 
$ 
$ 
$ 
$ 
$ 
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NOTE—items in the Decket marked with an asterisk (*) are new, 
ae been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the aiatiaes In 
this Docket will be noted elsewhere. 


March 12—Floydada, Tex.—Special Examiner Rogers: 
a Acme & Pacific Ry. vs. Pecos & Northern Texas 
et 


March 12—New York, N. Y.—Examiner Howell: 
a a ee ae Celluiose & Chemical Mfg. Co., Ltd., vs. Penna. 
2008e Frank R. Marzulli et al. vs. D. L. & W. R. R. 


ae ~ oto Cutante, Fla.—Commissioner Eastman and Examiner 
cher: 
20356—Rates on Fertilizer Materials and Articles taking the same 
rates within the state of Florida. 


March 13—Washington, D. C.—Examiner Sullivan: 

Finance No. 6681—Application Seaboard-All Florida Ry. for author- 
ity to acquire the properties of the South Georgia Ry. 

Finance No. Application Seaboard Air Line Ry. "‘hee authority 
to coum control by lease of the railroad and properties of the 
South Geo Ry. and for authority to deposit certain securities 
in escrow. 

March 13—Chicago, Ill.—Examiner Disque: 

20276—Allied Packers, Inc., et al. vs. A. & S. Ry. et al. 


March 13—New York, N. Y.—Examiner Howell: 
20203—Diamond Match Co. vs. N. Y. N. H. & H. R. et al. 
20178—Mitchell-Rand Manufacturing Co. vs. N. Y. C. *. R. et al. 


March 14—Chicago, Ill.—Examiner ——: 
20405—Swift & Co. et al. va. M. K. & T. R. R. et al. 
March 14—Argument at Washington, D. C: 
17634—Washington Nursery Co. vs. Sou. Pac. Co. et al. 
18975—W. G. Head vs. * T. & S. F. Ry. et al. 
18878—R. E. Levers vs. A. T. & S. F. Ry. et al. 
“= 14—Washington, D. C.—Commissioner Eastman and Examiner 
unten: 
14700—Depreciation Charges of Telephone Companies. 
16100—Depreciation Charges of Steam Railroads. 
m 2. e 91—General Revision of Accounting Rules for Steam 
8. 


March 14—New York, N. Y.—Examiner Howell: 
20184— National Bellas Hess Co., Inc., vs. L. I. R. R. eta 
20225—Empire Floor and Wall Tile Co., Inc., vs. C. C. & 6. Ry. et al. 


March 14—Argument at Washington, D 
17280—Lone Star Gas Co. vs. A. & V. 


March 15—Argument at Washington, D. C.: 
be ay Weiblen Marble & Granite Co. vs. I. C. R. R. et al. 
Folger & Co. vs. ra & S. F. Ry. et al. 
1046 Nichole Wire, Sheet, and Hardware Co. et al. vs. A. T. & 8. 


. Ry. et al. 
19530. "White Eagle Oil and Refining Co. vs. A. T. & S. F., Ry. et al. 


March 15—New York, N. Y.—Examiner Howell: 
—— Flaccus Oak Leather Co. vs. N. ¥, B&H. BR. 


20581. Sunbury Converting Works vs. Colonial Navi. Co. et al. 


March 15—New Orleans, La.—Commissioner Woodlock and/or Ex- 
aminer Mattingly: 
17000—Rate Structure Investigation, Part 3, Cotton. 
18390 (and Sub. Nos 1 to 10, inel. )—Arkansas Cotton Growers’ Co- 
operative Assn. vs. A. & R. R. et al. 
18570_Missiasippi Railroad Commission et al. vs. A. & R. R. R. 


19883" Tae Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 
18932—Corporation Commission of Oklahoma vs. Santa _ et al. 
19180—California-Arizona Cotton Assn. vs. A. T. S. F. Ry. et al. 
192M—State Docks Commission vs. Sou. Ry. et al. 
March 16—St. Louis, Mo.—Special Examiner Rogers: 
20280—St. Louis-San Francisco Ry. vs. M. & O. R. R. 
March 16—Argument at Washington, D. C.: 
18478—Strouds Creek & Muddlety R. R. vs. B. & O. R. R. et al. 
192698—Diamond Pipe and Supply Co., Inc., vs. A. T. & S. F. Ry. et al. 
19406—Liberty Glass Co. et al. vs. CM. & St. a 
19443 (and Sub. 1)—Merchants’ and Manufacturers’ “Traffic Bureau 
et al. vs. K. O. & G. Ry. et al. 
Mor Fad York, N. Y.—Examiner Howell: 
p Bros., Inc., vs. L. I. R. R. et al. 
soa7i— The. tar Corrugated Box Co., Inc., vs. C. R. R. of N. J. et al. 
March 16—Chicago, Ill.—Examiner Disque: 
20338—American Asphalt Roof Corp. et al. vs. A. T. & S. F. Ry. et al. 
20491—-Morton-Gregson Co. et al. vs. A. T. & S. F. Ry. et al. 
20537—Swift & Co. vs. A. T. & S. F. Ry. et al. 
20556—Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 
20374—-Kokomo Steel and Wire Co. et al. vs. A. & W. Ry. et al. 
March 16—Washington, D. C.—Examiner Hurley: 
19451—E. B. Muller & Co. vs. P. M. hoy et al. 
March 17—Argument at Washington, D. C.: 
18805—The Permutit Co. vs. C. R. R. of N. J. et al. 
19612—Federated Metals Corp. vs. Penna. R. R. et al. 
19682—Vacuum Oil Co. vs. Penna. R. R. et al. 
March 17—New York, N. Y.—Examiner Howell: 
20156—The Vanadium Corp. of America vs. Penna. R. R. et al. 
March 19—Washington, D. C.—Examiner Main: 

* 1. & S. 3070—Farm wagons or trucks from Lynchburg, Va., to Mon- 
roe, West Monroe and Shreveport, 
March 19—Chicago, Ill.—Examiner i 

19884—-Beatrice Creamery Co. vs. A. T. & S. F. Ry. et al. 
Meret 19—Argument at Washington, Ge 
Texas Pacific Coal & Oil Co. = ~~ hing S. F. > et al. 
j9o41—The Embossing Co., Albany, N. $. Be Mn R. et al. 
= Manufacturing and Gasket Go. yo al. vs. yi & & . &. 


al. 
19878~ Better Bedding Alliance of America vs. A. T. & S. F. Ry. 
et al. 


x 
Ry. et al. 


March 19—New York, N. Y.—Examiner Howell: 
20427—W. Riskin & Son vs. Erie R. R. et al. 
20481—-American Hide & Leather Co. vs. B. & M. R. R. et al. 


Docket of the Commission 
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“ee, “Gat ae “Florence toe Rand a Machi 
an le J—Filorence a ounary an acnine 
N. Y¥.N. H. & H.R eae 


16176—Somerville Iron ‘Works " vs. —— Ry, et al. 
163 ie cand Foundry Co. vs. Sou. Ry. al. 
wore & (aaa ~ — Corporation “Commission et al. vs. A. T, 


March ah thong ae Disque: 
20495—The Columbus Swe: Co. vs. C. B. & Q. R. R. et al, 


March 20—New York, Y—Exeaminer Howell: 

20482—R. T. Vanderbilt Co., Inc., vs. A. C. L. R. R. et al. 

March 21—Fargo, N. D.—Examiner Jewell: 

* 1. & S. 3018—Class and Commodity Rates between points in North 
Dakota, including Graceville, Minnesota and points in North Da. 
kota, Minnesota, South Dakota and Montana. 

March 21—Fort Worth, Tex.—Examiner Money: 

20303—Interstate rates on cement, carloads. 


March 21—Argument at Washington, D. C.: 

15026—Oklahoma Millers’ League vs. A. & M. R. R. et al. 

March 2i—New York, N. Y.—Examiner Howell: 

20521—Kieckhefer Container Co. vs. Penna. R. R. et al. 

March Par, Ill.—Examiner Disque: 

* 1. & S. 372—Carload minimum weight on live poultry from Kansas 
bP y ‘Missouri to C. F. A., Eastern Trunk Line and New England 
Territories. 

March 22—New York, N. Y.—Examiner Howell: 

. 20171 (and Sub. 1)—Loose-Wiles Biscuit Co. vs. Eastern S. S. Lines, 
Inc., et al. 

March 22--Fargo, N. D.—Examiner Jewell: 

* 20337—Leonard, Crosset & Riley, Inc., et al. vs. Aransas Harbor 
Terminal Ry. et al. 

March 23—Argument at Washington, D. C.: 

* Valuation No. 941—In re tentative valuation of the property of the 
New Bedford, Martha’s Vineyard and Nantucket Steamboat Co. 

* Valuation No. io. In re tentative valuation of the property of the 
Hartford and New York Transportation Co. 

* Valuation No. 1054—In re tentative valuation of the property of the 
New England S. S. Co. 

March 23—Chicago—Examiner Disque: 

Phoenix Horseshoe Co. vs. C. & O. et al. 


March 23—New York, N. Y.—Examiner Howell: 
20533—-Toledo Pipe Threading Machine Co. vs. N. Y. C. R. R. et al. 
20534—-Hilgartner Marble Co. vs. A. A. R. R. et al. 


March 24—Argument at Washington, D. C.: 
* — No. 6173—Acquisition of control by Western Maryland Ry. 
0. 
March 26—Argument at Washington, D. C.: 
* Valuation No. 969—In re tentative valuation of the property of the 
G. H. & H. R. R. 
March 26—Chicago, Ill.—Examiner Disque: 
19963—John Clay & Co. et al. vs. Gilmore & Pittsburgh R. R. et al. 
20113—John Clay & Co. et al. vs. City of Prineville Ry. et al. 
March 27—Butte, Mont.—Examiner Jewell: 
* 20403—Russell Oil Co., Inc., vs. C. B. & Q. R. R. et al. 
March 28—Argument at Washington, D. C.: 
* Valuation No. 1067—In re tentative valuation of the property of 
the Union Stock Yards Co. of Omaha (Ltd.). 
* Valuation No. 1077—In re tentative valuation of the property of the 
Brooklyn Eastern District Terminal. 
March 28—New York, N. Y.—Examiner Howell: 
ar 9 " entral New Jersey Coal Exchange et al. vs. C. R. R. of N. J. 
et a 
March 29—Argument at Washington, D. C.: 
14092 (and Sub. 1)—South Carolina Produce Assn. vs. A. & R. R. R. 


et al. 
14597—South Carolina Asparagus hago! Assn. vs. Sou. Ry. et al. 
— a ow. 1 to ie §, im incl. oo - Doughty and A. J. Doughty, as 
gent, vs. 

Taft Spence -Hellowelt és. = = va. N. Y. N. H. & H.R. R. et al. 
al teenies Commission of N. C. vs. A. & R. R. R. et al. 
18320—Jill Bros. et al. vs. Nfk. Sou. R. R. et al. 

Fourth Section Application 703, 1074, 1548 and 1573. 
March 29—Chicago, Ill.—Examiner Money: 
20303—Interstate rates on cement, carloads. 
a Soa. Ill.—Examiner Disque: 
f. . 3045—Restriction in eg of reer through Indiana when 
pA the Southwest to C. F. Shao w. . L. territory. 
March 30—Boise, Ida. isthe paar 


* 20647—State of Idaho Ex Rel. Public ‘Utilities Commission of Idaho 
vs. Oregon Short Line et al. 


March 31—Chicago, Ill.—Examiner Disque: 

* 1. & S. 2985 (and ist supplement)—Paper boards, carloads, between 
Western Trunk Line points. 

April 2—Chicago, Ill—Examiner Disque: 

* 1, & S. 3069—Cancellation of routing on petroleum and petroleum 
products from ints in Texas on K. C. M. & O. of Tex., to Illi- 
nois Terminal Co, stations in Ill. when via A. & E. R. R:. 

» and subs. 1 and 2—Mid West Box Co. vs. Mich: Cent. et al. 
April 3—Twin Falls, Ida.—Examiner Jewell: 
* ~— en of oor a Rel. Public Utilities Commission of Idaho 


al. 
* 20415—State of idaho Bx Rel. Public Utilities Commission of Idaho 
vs.0.8S. L. R. R al. 





RATES ON SAND AND GRAVEL 
Hearing in docket 20526, North Shore Material Company 
against the C. & N. W., was held at Chicago before Examiner 
Disque March 8. The complaint alleges that rates on sand and 
gravel in carloads from Liberty Lake, IIl., to Racine and Racine 
Junction, Wis., are unreasonable and unduly prejudicial and 

unduly preferential of complainants competitors. 
According to testimony by Otto A. Cheska and C. B. Ack- 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: Penn. System Telephone Harrison 3486 


Hegewisch, Illinois s S.S.&S.B. CHICAGO, ILL. 
TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 








OF a LOT ANeT® 


108. ue te 0. 





=F: RICHMOND, VA. 


= Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 


Southern R. R. Siding. 25c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 





UTICA, N. Y. 


















In the Heart of New York State 


Broad Street Warehouse Corp. 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 
Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 













YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN CUR 


FIREPROOF 
WAREHOUSE 
} With Care, Speed 
- and Courtesy 


MEMBER A. W. A. 


MERCANT STORAGE & WAREHOUSE CO. 
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Chicago’ 2 ant Semene City’s Moet Sete a Se 


| MERCHANDIS ESTORAGE and 
| 2200 Certoad POOL CAR DISTRIBUTION } 


Crooxs TERMINAL WAREHOUSES : 


CHICAGO, ILL. KANSAS CITY, MO. 


‘WARLHOUSES 
DECATUR, ILLINOIS 


DISTRIBUTION 4~> WAREHOUSING 


TERMINAL 


SBUIL_OS BETTE BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO,, Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 
Operates Daily (.&¢',) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 
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erman, in behalf of the complainant, a rate of 65 cents a net 
ton applies over the Chicago, North Shore & Milwaukee electric 
line from the plant of the complainant at Liberty Lake to Ra- 
cine. The complaint was occasioned by the canceling, Decem- 
ber 18, 1927, of the applicable switching charge of $2.70 a car 
by the North Western, for deliveries made on its sidings. The 
Milwaukee is intermediate as a switching connection between 
the electric line and the North Western at the destination, and 
it assesses a charge of $2.70 a car. The cancellation of the 
switching charge, according to the testimony, left open only 
the line haul rate of 46 cents, when delivery at North Western 
industries was desired. 

A. F. Cleveland, assistant freight traffic manager, C. & N. 
W., said his road did not wish to participate in the traffic 
originated by the electric line. He held that, as the North- 
western was not a party to any joint rate over the route in- 
volved, it was justified in withdrawal from participation in the 
traffic if it saw fit. It did participate in similar traffic origi- 
nated by the Milwaukee, he said, because the Milwaukee had a 
large number of industries local to its line at the destiration 
and was in a position to reciprocate in the performance of 
switching service on traffic originated by the Northwestern. 


POSITIONS WANTED OR OPEN 


POSITION. WANTED—Traffic manager, several years’ experience, 
railroad and industrial; technical training; capable of handling large 
volume of business; best of reference. Address Cc. Y. O. 90, care 
Traffic World, Chicago, Til. 


POSITION WANTED—Traffic manager, steady, reliable and com- 
petent, desires position as traffic manager with lively industry; fully 
experienced and well or to handle your traffic problems satis- 
factorily. Address N. D. R. 86, care Traffic World, Chicago, Ill. 


POSITION WANTED—Railroad or industrial, ten years’ experience 
with large railroad, also technically trained, understand rates, routes, 
classification, transit and i. ¢. €. procedure, age 30, married, best 
references. Address H. L. M., care of Traffic World, Chicago, tll. 














¥¢ Bind The Traffic World | 


SRT: SEE 
In Best Grade B Grade SB meng = for $2.25 Per Volume olume (26 Numbers) 
Prompt Service and Quality W. 
We also Bind All Kinds of ecg 


The Book Shop Bindery 


350-364 West Erie Street Chicago 


C& A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 


THE TRAFFIC WORLD 
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WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


BREAKFAST — LUNCH 
DINNER 1727 Penna. Avenue N. W. 





BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





Traffic Science 


Through Actual Practice 


No Theory. No Tedious Book Reading 
Actual Work on Carriers’ Tariffs 
1.C.C. Decisions and Publications 


Two Separate Courses: 
(1) Traffic Specialization 
(2) Traffic Law and Practice 


Early Spring Chicago resident classes open March15. Attend one 
of our classes and observe our unique and effective methods. 


Both courses also available by mail. 


eh NESLOFADANCED rag 


CA Single Subject Well Taught! 
Dept. W, 608-618 S. Dearborn St., Chicago. Harrison 8650 





PHILADELPHIA, PA. |UNIONi TRANSFER CO. 


DELIVERY Stssipiary PHILADELPHIA LOCAL EXPRESS 


BREAKING UP 


Complete FORWARDING Service Established 1867 1004-26 Spring Garden Street 


WAREHOUSING 





readers each week in this directory for 52 consecutive | Freight —Express— Parcel Post 
Through the use of an advertise- issues will cost less than first class Rates and Routing 
ment in this space at the small postage to mail a single communi- 
expense of about one-fortieth of cation to each one of our readers i. See SS 


a cent per subscriber. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


You can reach Traffic World| YOUR ANNOUNCEMENT .LEONARD’S GUIDE 


Daily Delivery Service in Philadelphia and to 250 Surrounding 


Towns at Lowest Minimum Delivery Charges 












' 15 East 26th St., New York 155 No. Clark St., Chicago 
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Try These AUTOMATIC 
Files 30 Days Free-- 


and you’ll realize why so many are replac- 
ing their Non-Expanding Files, Box Drawers 


and Binders with the AUTOMATIC 
Convenience -- Speed 
Every tariff and ———~ 
instantly available. You can 
remove or replace any issue 
without disturbing others. 


Visibility -- Accuracy 





You can read the whole front 
form of any tariff without 


removal from the file. Self- . 
indexing. 


Compression -- Safety 
A gentle push to close the 


drawer and all tariffs are 
safely compressed, Automati- 
cally, into the least space. 


These patented features and other advantages may now be 
had in the most complete line of tariff files on the market. 


30 DAYS’ FREE TRIAL! 


Write today for Free Trial and special factory-to-user propo- 
sition or Automatic Agency in your city —also new catalog 
No. 27T describing complete File and Desk Equipment in per- 
fected steel construction. 


Automatic File & Index Co., E. 10th St., Green Bay, Wis. 
Branches—Chicago, 40 S. Wells St.; New York City, 52 Vander- 
bilt Ave.; Milwaukee, 130 Wisconsin Ave.; Detroit, 131 E. Jefferson. 
§ DRAWERS IN 4 
There are 120 reference filing 
inches in § AUTOMATIC 
drawers which are equal to that 
of 5 Non-Expanding files. 









No. 5400T Extra Capacity File. 
56 inches high, 11% wide, 
241%4 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 






A Complete Line of Upright, Counter High and Desk High Files 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January lst, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New York City 
Tel. Bowling Green 4260 





SHIP and TRAVEL 
by, the 


The ERIE enters NEW YORK 
at the Front Door 
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INDIANA-—A Great State 


The Center of Population and Industry 







LIMESTONE 


FIRE CLAY 
OIL _GAS oHarrishory 


‘ angton i+ 
7 4 »" Charleston 


» 


THE CHESAPEAKE and OHIO RAILWAY SYSTEM 


The Line of ‘‘Service’’ Between 
The Great Lakes and the Atlantic Seaboard 


The State of Indiana occupies an enviable position as a manufacturing center because 
it has— 


An economical location for the assembly of raw materials and the distri- 
bution of finished products. 


An abundant supply of well trained and efficient labor for all trades. 
A dependable source of fuel and power at a comparatively low cost. 
An adequate system of transportation to and from all principal markets 


of the Country. 


The CHESAPEAKE AND OHIO RAILWAY serves numerous progressive cities and 
towns between Chicago and Cincinnati. Detailed information about their advantages for 
manufacturing may be secured by addressing the— 


INDUSTRIAL DEPARTMENT 
THE CHESAPEAKE AND OHIO RAILWAY COMPANY 
RICHMOND, VIRGINIA 
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Where and When? 


Shippers’ Traffic Man 


\\N ) 


Almost every hour of the day someone is 
hurling at me two questions—“Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 

SAULT SAINTE MARIE 


THIEF RIVER FALLS 


MENOMINEE 


ALWAYS DEPENDABLE ee 
FREIGHT SERVICE 


AGENCIES 


* 
SAINT PAUL 
t: MILWAUKEE 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois 


Bldg. 

Chtcage, Hil. 707° Standard Trust Bldg. 

Chippewa Falls, W 
Cincinnati, O., 709. "Traction Bldg. 
Cleveland, O., 915 Union Trugt Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 430 Merch. Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis. ., 68 East Wisconsin Ave. 


Minneapolis, Minn., Soo Line Bldg., 5th St. 


and Marquette Ave. 
Neenah, Wis. 
New York, N. Woolworth Wy itie. 
Omaha, Neb. 72826 6 W. O. 
Passaic, N. 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


St, Louie, Mo., 2050 Railway CHICAGO 
xch ' 
1112 Merchants Nat’l 


St. Paul, all 
Bank Bldg. 

San Greanlaan, Cal., 681 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart Bldg. 

Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Superior, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 

Waukesha, Wis 

Winnipeg, Dora 603-604 Lombard Bldg. 


CARE SOO LINE 
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SOUTHERN PACIFIC LINES 


@ OFF LINE AGENGIES 
© GATEWAYS 


INDIANAPOLIS 
® Merchants Bank Bidg. 
® KANSAS CITY 
Railway Exchange Bldg. 
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Majestic Bldg. 
Manzana de Gomez 
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Hippodrome Bldg. 


@ DENVER 
Boston Bldg. 


@ CLEVELAND 
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® ALIO VWOHVINIO 


® 


Ellicott Square Bldg. 
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@® BUFFALO 
@® CINCINNATI 
Dixie Terminal 
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@ COTTON, IMPERIAL VALLEY, CALIFORNIA 


ALIFORNIA, climatically speaking, is the most varied the small neighboring Coachella and P . 
C of all the States of the Union, but it is only in the San Po ae central . = the Beste the f hi 
the three great interior valleys that the climate largest; and the Sacramento Valley. They comprise an or nis 
is suited to cotton, for the summer is too cool in the  #%¢4 Of approximately 25,000,000 acres of land, though, 
mountains and along the ocean for the plant to thrive. of course, much of it is not suited to cotton. However, 


the fz 

th - 4 pane . 
In these valleys, however, lies the world’s largest area ge hg ged ‘ee a. teas oe "Wee be - 
of rich level irrigated land. The three are the Imperial, the climate is ideal for cotton. : Comr 
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Old South Bldg. 
SILLVAS 


Woodward Bldg. 
® BOSTON 
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@ BIRMINGHAM 
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Write, telegraph or ’phone 
® ‘*General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN PAciFic LINES 


Healey Bldg. 

209 Morris Bldg. 
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